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The Westinghouse Automatic Brake. 











In the Railroad Gazette of September 9, 1871, elaborate illus- 
trations and a full description were published of rHz West1na- 
HOUSE ATMOSPHERIC BRAKE as it was first introduced in this 
country. In its original form it consisted of an air pump oper- 
ated by a steam cylinder on the engine. This pump forced air 
of any required density into a reservoir usually placed under- 
neath the foot-board of the engine. Each car was provided 
with a eylinder and piston underneath the body. The piston- 
rod was connected with the brake levers and the air reservoir 
communicated with the cylinders by pipes which were connect- 
ed together by flexible hose between the cars. When it was 
desired to apply the brakes, the communication between the 
reservoir and the brake cylinders was opened by turning a 
cock so that the supply of compressed air stored up in the for- 
mer could flow into the cylinders, and would then force out the 
pistons and thus apply the brakes. With this apparatus it was 
found, however, that some appreciable time was required to al- 
low a sufficient quantity of air to flow through the pipes to fill 
the brake cylinders under each of the cars. The time consum- 
ed of course increased with the number of cars, because not 
only was the length of the pipes through which the compressed 
air had to flow increased, but the number of cylinders and 
of course the quantity of air were increased in like proportion. 

There was also another difficulty encountered. In case of 
the breakage of a car coupling in a train, which occasionally 
happens, the locomotive runner would sometimes apply the 
brakes to the portion of the train connected to the engine and 
thus arrest its speed. As the connections of the air pipes were 
separated by the breaking of the coupling, it was of course im- 
possible for him to contro] the speed of the cars which had 
broken loose by means of the at mospheric brake. Accidents 
sometimes resulted in this way by the rear cars running into 
the front part of the train. 

For these reasons Mr. Westinghouse devised what he has 
called 

THE AUTOMATIC AIR BRAKE, 
which was also fully illustrated and described in the Rail- 
road Gazette of August 2, 1878. To givean idea of the im- 
provement of the ‘‘automatic” over the original ‘‘atmospheric” 
brake, we reprint the following extract from the description 
which was published at the time the “automatic” form was 
illustrated: 

“These improvements consist, first, in attaching to each car 
a reservoir auxiliary to the main reservoir on the locomotive, 
which auxiliary reservoir is kept charged with compressed air, 
by means of an aoe gg roe > line of pipe, specially designed for 
that purpose, which leads from the main reservoir back 
through the train and communicates with each auxiliary reser- 
voir, Thecommunication from this pipe with each auxiliary 
reservoir is through a triple-valve device of peculiar construc- 
tion, such that by the introductionof compressed air each aux- 
iliary reservoir may be charged therewith, and by lowering the 
pressure in such pipe—either intentionally or by accident, as 
in case of disaster to the train—the 4 valve will shift posi- 
tion so as to prevent the escape of air from the auxiliary reser- 
voir, except through a pipe which leads therefrom directly to 
the brake cylinder and thereby applies the brakes. The brakes 
are released by again increasing the posesens in the brake-pipe 

re‘erred to, by which means the triple valve is shifted so as to 
open the escape port from the brake cylinder, and also to pro- 
vide for the recharging of the auxiliary reservoir. While by 
this means one mode is provided for applying and releasing the 
brakes, a double line of pipe extending from the main reser- 
voir back under the train also enables the engineer to apply the 
brakes as in the old way, so that two independent ways are 
provided for applying the brakes, either of which may be used 
independently of the other when both are in order, and with- 
out the other when one is broken. Also, these devices are so 
arranged on the train that a car furnished with either set, as 
heretofore used, may be made up into a train with cars having 
the complete outfit above indicated. And the pipes of these 
two systems are so connected together with an interposed 
double check valve, that when cither system is used all com- 
Feeeiion with the pipes of the other system is automatically 
closed,” 


From the preceding description and from the illustrations 
published in the Railroad Gazette of August 2, 1873, it will be 
seen that three lines of pipe were required in this first form of 
the automatic brake, two of them for operating the brake in 
the old manner Cirect from the engine, and the third for 
the automatic system. Since then Mr. Westinghouse has simpli- 
fied its construction, and now uses but one line of pipe, as shown 
in the illustrations published herewith. He has also made other 
‘mportant improvements which are represented in the illustra- 
tions and which we will describe in their relation to other parts. 
We will add that a great part of the following description has 
been furnished to us by the inventor. 

THE APPLIANCES ON THE ENGINE. 

Figs. 1, 2, 3 and 4 represent the arrangement of these parts 
of the present form of the Westinghouse automatic brake which 
ste attached to the locomotive and tender. Fig. 1 isa side 
View of the locomotive and tender—the locomotive, by the way, 
being one constructed by Mr. Cummings of the Pittsburgh, 
Fort Wayne & Chicago Railway. Fig. 2 is » view of the back 
end of the engine with the brake attachments, fig. 3 an inverted 
Plan of & part of the engine and of the tender, and fig. 4is an 
a view showing one of the brake beams on the tender and 

he position of the brake levers. 

P © compressing apparatus, consisting of a steam cylinder, 
; . pump, B, fig. 1, is bolted to the boiler or frame. The 
tm used to operate the pump is taken directly from the 
the rt through the pipe aa, the quantity being regulated by 
pa rottle valve a®%. The exhaust steam is led by the pipe 

@ tothe smoke-box and thence escapes up the chimney. 

® air enters the pump B by the pipe b, and is forced through 


the pipe b’ b’ into the reservoir (, figs. 1,2and3. The pipe 
¢ c leads to one opening of the three-way cock D (shown most 
clearly in fig. 2), which communicates by a second opening with 
the pipe d d beneath the foot-plate, and, by a flexible hose con- 
nection d’, figs. 1 and 3, to the main brake pipe @ G, fig. 3, under 
the tender-frame. A cock, Z, is put in the pipe G near the 
back end of the tender, beyond which is attached the hose 
coupling G,-which forms a connection with the adjoining car. 
A branch, ¢ ¢, fig. 3, leads from the main brake pipe @ to one 
opening of the triple valve F—the construction of which will 
be fully explained hereafter—and by a second pipe, r, connects 
to the reservoir R. A third opening of the triple valve is 
connected with the brake cylinder Z by the branch pipe f, and 
the pipe f also communicates by a branch pipe, f f , with the 
driving-wheel brake cylinders, H, H, whose construction and 
operation will also be fully explained hereafter. 
ATTACHMENTS ON THE CABS. 

Figs. 5, 6, 7 and 8 show the application of the present torm 
of automatic brake to an ordinary eight-wheled car. Fig. 5 is 
a side view of such a car, fig. 6 an inverted plan, fig. 7 an end 
view, and fig. 8 a cross section representing an end view of the 
brake cylinder, reservoir and their attachments. 

The brake cylinder A, figs. 5, 6 and 8, is bolted to a plank 
and securely fastened to the longitudinal timbers underneath 
the car. The piston of this cylinder has a cross-head, a, fig. 6, 
having an arm, b, to which the spring releasing lever c is con- 
nected. To this cross-head @ is attached one end of the lever 
d, the opposite end of which is connected to the brake-rod e. 
On the end or head of the cylinder A opposite the cross-head 
ais a bracket, y, which acts as a fulcrum for one end of the 
lever f, the other end of which is also pivoted to another brake- 
rod, e; the levers d and f are connected by a tie-rod, g. These 
levers are so arranged that if the piston be thrust forward, 
carrying the cross-head a, the twe rods e, e will approach each 
other and thus apply the brakes. The levers d and f are held 
in a horizontal position by the bracket h (a portion of which 
is represented as broken away in fig. 6) made of light wrought 
iron and attached to the frame of the car. The brake pipe B 
is arranged as near the centre of the car transversely as is 
convenient, with the stop cocks C Cnear each endof the car. 
The auxiliary reservoir Ris also attached by iron straps to 
the bottom of the car, and into one end is screwed a pipe, 
connected to which is the triple valve D, As the action of 
the brake is toa very great extent dependent upon the work- 
ing of 

THE TRIPLE AND LEAKAGE VALVES, 

in order to understand how the pressure of the air is con- 
trolled, it is necessary first to understand clearly the actioa of 
this ingenious and beautiful contrivance, Fig. 9 represents a 
section of the triple valve and fig. 10 a section of the leakage 
valve. 

The triple valve has a case or body, with three connections 
for half-inch gas pipe, the connection from the main pipe 
being through the port Z; a second pipe connection from the 
port Fleads to the brake cylinder, while the remaining port, 
shown in dotted lines back of the valve 12, is connected to the 
auxiliary reservoir. This case contains the body of the four- 
way cock, 17, and valve chamber, B, and has also a piston cham- 
ber, A, fitted with a piston and stem, 4, which is kept central 
with the bore of the two chambers by the end of the stem 
sliding in the hollow cap, 5, screwed into the upper end of the 
case. A slide valve, 12, is fitted loosely between a shoulder and 
collar of the stem of the piston, and moves withit. In the 
chamber B under this slide valve are two ports or passages, b 
andd; the first, passing through the plug of the four-way cock, 
17, connects with the port F, and thence to the brake cylin- 
der. The port d communicates directly with the atmosphere, 
and with a cavity, c, formed in the valve 12 and the port b, 
constitutes a discharge passage for the release of the ccm- 
pressed air from the brake cylinder after the application of the 
brakes. The piston, 4, packed with a ring, 11, has a central 
port, g, leading into the opening, h, through its stem, which 
is the only passage for air between the chambers A and &, 
Into the lower end of the case is screwed the cap 6, with a 
rubber packing ring, 10, interposed between it and the cham- 
ber A, This cap has a chamber containing a stem, 7, with a 
collar, between which and the second cap, 9, is the spring, 8, 
pressing the stem and collar with considerable force against 
the upper end of the chamber containing them. This stem, 7, 
passes a short distance into the chamber A, where it is turned 
down at g so that the port g in the piston may slide over it 
and against the shoulder. thus formed. A small needle, long 
enough to pass into the passage h, is fitted in the end of the 
stem which enters the port g, and serves to keep the passage 
free from dirt. 

From the main brake pipe, the air enters by the port Z, and 
then by the passage a through a suitable opening in the plug 
of the four-way cock, 17, passes on through holes drilled in the 
cap 6 into the bottom of the chamber A, where, acting on the 
piston 4, it forces it with the slide valve 12 into the position 
shown, opening the port g at g’, whereby the chamber B and 
auxiliary reservoir connected therewith are charged to the 
same pressure, this pressure being maintained throughout the 
train in all of the reservoirs and main brake pipe. To fully ap- 
ply the brakes, air is discharged from the main pipe, and con- 
sequently from the chamber A, when, by excess of pressure in 
the chamber B, the piston 4 is forced down, closing the port g, 
and forcing the stem 7 with its spring so as to permit the pis- 
ton to seat itself on the rubber packing ring 10 at the same 
time the valve 12 is moved, so as to uncover the port b, estab- 
lishing communication from the chamber B, and consequently 
with the auxiliary reservoir to the brake cylinder. To release 
the brake, air is again admitted to the main pipe and chamber 
A, causing by excess of pressure the piston 4 with valve 12 to 
assume the position shown in the drawing, whereby the ports 
b and d are brought in communication through the cavity c, at 
the same time the port g is opened for recharging the reser- 





voir. To apply the brake lightly, a slight reduction of pressure 


is made in the brake pipe and chamber A, which causes the 
piston to move so as to uncover the port b, applying the brakes 
and reducing the pressure in the chamber B. As soon as the 
pressure is reduced so it about equals that in the chamber A, 
the spring 8, acting against the collar of the stem 7 and piston 
4, moves the valve far enough to close the port 6 without re- 
leasing the brakes. The force admitted to the brake cylinder 
will depend altogether upon the reduction of pressure in the 
main pipe and chamber A, such reduction being entirely under 
control. 

To prevent the apphcation of the brakes after the engine is 
disconnected from the train by such reduction of pressure in 
the brake pipes as may result from leakage, a small valve, the 
construction of which is clearly shownin fig. 10, is 
inserted in the pipebetween the port F and the 
brake cylinder. This valve consists of a case, 15, 
with a cap, 18, having a rubber face, 16, and within 
the chamber of this case a valve, 14, which is acted upon by air 
pressure entering the lower port. When the air enters this 
port slowly, as resulting from a leakage in the brake pipe, or 
other slight reduction of pressure, the valve 14 remains in its 
position, such air passing around and to the atmosphere, with- 
out setting the brakes. When the brakes are being operated 
the valve is seated upward against the rubber face 16, preventing 
any escape of air. A dripcup, H, fig. 8, is screwed on the cap 9 of 
the triple valve, and is provided witha cock. The plug 17 of 
the four-way cock, by a quarter turn, brings the ports Zand F 
in connection, whereby the air passes directly from the brake 
pipe to the brake cylinder for the direct application of the 
brake, without charging any of the other parts. Both triple 
and leakage valves are arranged perpendicularly in the pipes, 
as shown in the drawings. 

The arrangement of the pives connected with the triple 
valve is shown in Fig. 8. From the brake pipe Ba branch 
pipe, Z, connects with one of the openings of the four-way 
cock, and from a second opening of this four-way cock or pipe, 
F, leads to the brake cylinder A, in which pipe is arranged the 
leakage valve G. The pipe Bis held in its position by small 
clips, and must be absolutely air-tight. 

OPERATION OF THE BRAKES. 

In the operation of the brakes, the couplings between the 
cars are connected in the usual manner, and the handles of all 
the cocks (©, 0, fig. 6, in the main brake pipes are turned down 
80 as to open them, excepting the one at the rear end of the 
train, which is turned so as to close the end of the pipe. When 
it is necessary to detach any portion of the train, the cocks 
must first be closed to prevent the escape of air and the appli- 
cation of the brakes. 

Each reservoir, , is provided with a small cock which may 
be opened to release the brakes if they should be applied acci- 
dentally when the pipe is disconnected from the main reservoir. 
A branch, 1, fig. 6, leads from the pipe B to a valve located in 
the water closet in the car, and the handle of this valve has a 
cord attachment which passes through the interior of the car. 
If this valve be opened by an employe or passenger in the 
train, the air will escape from the brake pipe B, and the brakes 
thus be applied to the whole train. The escape from this 
valve is led by a pipe K through the bottom of the car. 

In the arrangement of the pipe B provision must be made 
for coupling the hose diagonally under the draw bar. This is 
done by arranging the end of the pipe to come under the hand 
brake-wheel. 

CLUTCH COUPLING. 


Figs. 15, 18, 19 and 21 show the construction of the improved 
clutch coupling for connecting the flexible rubber hose be- 
tween the cars. Fig. 15 is a longitudinal section of the two 
parts when they are coupled together ; fig. 18 an external view 
of them, and fig. 19 one piece without the other. They are 
coupled together by the two pairs of lugs or projections A B, 
A B, interlocking with each other, and they are attached or 
locked together simply by placing the two parts together and 
giving them a twist so as to cause the projection to engage with 
or into each other. 

The joints are formed by rubber rings, 8, 8, which are made 
tight by the internal pressure, while these same rings form 
seats for the valves, 5, 5, when the couplings are separated. It 
will also be noticed that the internal pressure has a tendency 
to held this form of coupling together more firmly. They aro 
provided with valves when used with the air brake, but when 
used for the automatic brake alone the valves are removed, 
and pieces represented by fig. 17 are inserted to expand the 
rubber rings, or rather to prevent them from collapsing. Both 
halves of this coupling being exactly alike, and there being no 
tendency whatever for the air pressure to blow them apart, a 
single line of pipe and couplings of this kind between the cars 
answers the purpose of the double couplings heretofore used. 
Fig. 21 represents the coupling ona smaller scale and attached 
to the hose 11. 

AIR PUMP. 


Figs. 13 and 14 represent the form of air pump or engine 
now employed for compressing air for operating the brake. 
Fig. 18 is a section und fig. 14 a front view. A differential 
piston-valve movement is used, in which the difference in area 
between the two ends is such that when steam is admitted be, 
tween them the tendency of the valve is to move upward, 
which gives a downward stroke to the main piston. When the 
main piston reaches the bottom of its stroke, it operates upon 
the reversing valve rod, causing the valve 13 to uncover a port 
by which steam is admitted above the piston 20 in the cylinder 
19, which by excess of pressure causes the main valve to de- 
scend, exhausting from the upper part of the steam cylinder 
and admitting steam below the main piston. As the main 
piston completes its upward stroke the valve 13 is again moved 
so as to exhaust the steam from the reversing cylinder, where- 
by the reversing piston is moved upward together with the 
main valve by the difference of pressure between the two valve 
pistons. These valves are easily removed and examined, 





proper wrenches being sent with each set of apparatus for 
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removing the caps 29 and 30, and the valve seat 31, in which 
the upper discharge valve works. 
DBIVING-WHEEL BRAKES. 

Figs. 11 and 12 represent the application of an atmospheric 
brake to the driving-wheels of a locomotive, The same ar- 
rengement is also shown in figs. 1 and 3. 

The retarding force of brakes on the driving-wheels and 
tender of an engine is said to be double that uf the engine 
reversed with the tender prakes set by hand, and it is also 
stated that an ordinary freight train can be stopped in less 
time and distance with the engine and tender wheu equipped 
with this apparatus than by the usual number of brakemen 
when at their posts, and that an ordinary passenger train can 
be stopped in nearly one-third less distance when the engine is 
fitted with these brakes in addition to the others than when 
without the driver brakes. 

The brake is applied to the driving-wheels by means of a 
cylinder, H, figs. 1,11 and 12, The piston-rod K of this cylin- 
der is connected by the cross-head 6 and two links with the 
cams 15, 15, which are attached to the brake-blocks L L. 
When compressed air is admitted underneath the piston in the 
cylinder H, it 18 obvious that its action-on the cams 15, 15, will 
force the brake-blocks against the wheels. 
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A check valve is used to prevent a too sudden application of 
the brakes by causing the air from the three-way cock to seat 
the valve, through which 1s drilled a small hole for feeding the 
brake cylinders properly. When the brakes are released, this 
valve unseats and permits a quick escape of the air, This valve 
is inserted in the pipe before it is branched to lead to the 
driving-brake cylinders. A safety valve is also attached to the 
pipe between the check valve and the brake cylinders, the 
opening from this safety valve being large enough to blow off 
the pressure atthe desired point as fast as the air passes 
through the small hole in the check valve. 

Mr. Westinghouse has also devised a signalling apparatus, by 
which a small whistle is made to sound in the cab by means of 
compressed air conveyed through the brake pipes. This we 
have not illustrated, but hope to do so at some future time. 


ROADS ON WHICH THE AUTOMATIC BRAKE I8 NOW USED. 
The automatic brake is now in use on the following railroads : 
the Pennsylvania, the Phiadelphia & Reading, the Lehigh 
Valley, the Chicago & Alton, the St. Louis, Kansas City & 
Northern, the Toledo, Wabash & Western, the Illinois Midland, 
the St, Louis, fron Mountain & Southern, the South Carolina, 
the St. Paul & Sioux City, the Sioux City & St. Paul, the New 


Orieans and Mobile, the Mobile & Montgomery, the Delaware 


& Hudson Canal Company's lines, the New London & Northern, 
the Chicago, Burlington & Quincy, the Roston & Providence, 
and the New York Central & Hudson River Railroad. 
RELATIVE ADVANTAGES OF THE ATMOSPHERIC AND VACUUM sys- 
TEMS OF BRAKES, 
During the past few years there has been a great deal of dig 


cussion regarding the relative merits of the atmospheric and 


the vacuum system of brakes. The latter, 1t has been claimed, 
is much simpler in construction, consequently less hable to get 


out of order, and therefore cheaper to maintain 
than the other system. On the other hand, the 
advocates of the atmospheric system claim that 


with it any desired pressure of air can be obtained, and 
‘hat therefore it will act much more promptly than it is possi- 


ble to cause the ordinary pressure of the atmosphere to ac: 


against @ vacuum. Besides, with the atmuspheric system the 
air is compressed and stored up in suitable reservoirs ready 
for use, whereas with the other system the vacuum must be 
produced after the brakes are to be applied. This consumes 
an appreciable amount of time, which in cases of danger is 
often of vital importance, In order to determine the difference 
in the action of the two systems, the Westinghouse Air Brake 
Company, which now controls the patents for the vacuum 
brake, has constructed a complete set of each system of 
APPARATUS FOR EXPERIMENTAL PURPOSES, 
which are intended for exhibition at the Centennial. Figs. 22, 
23 and 24 represent the vacuum system and 25 and 26 the auto- 
matic air brake. As some of our readers may not be familiar 
with the operation of the vacuum brake, perhaps a word of ex- 
planation may be needed. 

THE VACUUM SYSTEM OF BRAKES. 
In this system the vacuum is produced by an “ejector,” 
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which is represented by fig. 24. 


which are connected with the brake pipes. 


fig. 22, and also on a 


the atmospheric pressure is exerted on the outside to compres 


pressure is exerted on the heads. One of the heads i 





Steam is admitted into this 
through the pipe A and escapes through the annular opening 
b band the central jet F F G, which creates an induced current 
up the pipe C C. This communicates with the two pipes D, D, 
Under each car | 5... 
are two india-rubber collapsible cylinders similar to the bel- 
lows of an accordion. These cylinders are represented at A A, 
larger scale in fig. 10. 
When a vacuum is produced inside of these cylinders, | 6. 


them. Iron rings are inserted in the inside so as to prevent 
the cylinders from collapsing sideways, so that the atmospheric 


bolted fast to the car, and the other is attached to the brake 
levers, so that whatever pressure is exerted on the movable 
head is communicated to the brake levers, thus applying the 


from these cylinders must pass through the coil but once, 7 to 
which represents the conditions which exist in the tender. The | 11% in. The time required to move them 10% inches, 
second pair of cylinders is connected with second coil of pipes, | put the brakes “ full on,” is given in the record of the 


= — ~{ 


twice through the coil. The third, fourth, fifth, etc., cylinders 
are connected with the corresponding coils, and the air ex. 
hausted from them must cousequently pass through the coi] 
three, four, five, ete. times down to the tenth cylinder, which 
is connected with the bottom pipes, and therefore the ar from 
it must pass ten times through the coil. It should also be 
stated that each of the rubber cylinders has two coiled springs 
inside to represent the resistance of the brakes. Fig. 27 rep- 
resents a section of one of these cylinders and shows the coiled 
springs. The smaller one of these required 760 lbs., and the 
larger one 1,120 Ibs. pressure to compress it. 
EXPERIMENTS WITH THE VACUUM APPARATUS. 

The writer had an opportunity of making a series of experi- 
ments with this apparatus, and also with that representing 
the automatic air brake—which will be described hereafter— 
a short time ago, which showed very clearly the difference in 
the time required to apply the brakes with the two systems, 
The first experiment was made to show the time required with 
the vacuum system to “ take up the slack” of the brakes. In 
practice it is found that a movement of about six inches of the 
cylinder-head is required to take up the lost motion, wear of 
brake blocks, or the distance which they stand off from the 
wheels, or, in other words, “take up the slack.” The time re- 
quired to do this was carefully taken with a stop-watch from 
the moment steam was admitted to the ejector until each of 
the cylinder-heads was compressed the distance required. The 
results are given in the first experiment recorded in the fol- 
lowing table: 
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Fig. 27. 
EXPERIMENTS WITH VACUUM BRAKE APPARATUS. 
ee 
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EXPERIMENTAL APPARATUS FOR THE VACUUM BRAKE, 8...|\Seconds required | 
fig. 28 a plan. JB is the ejector, which is connected to —— pree- 
two lines of 1% in. gas pipe, which are laid in a rec- wolee £56 Ihe.-4]. 96|-+es|-ns+ ones secs] Uklocee]ecee] onnep A 
tangular coil as shown in the plan, fig. 23. Two rows | 9---|Seconds required 
of rubber cylinde’s are arranged above these pipes d > ae Lame | 
4 ese pipes an sure ip reser 
are numbered from 1 to 10 inclusive. The ejector voirs 12 Ibs., or 
and the first pair of cylinders are connected with the upper- Sea rnereiogee 06 sch lpeawl eves vooel B36 | ssa eossbonsseae 
most lines of pipes in the coil, and therefore the air exhausted ee 








The heads of the cylinders each had » maximum motion dt 





and therefore the air which is exhausted from them must pass ! experiment. 


HBS 


1, 2oeresesn 


of the 
ear of 
m the 
me re- 
1 from 
ach of 
l. The 
16 fol- 


16% 16% 








hes, oF ad 
he 


Amn 14, 1876] 


—_— 





THE RAILROAD GAZETTE. 


161 











In order to show the action of the ejector with a shorter 
train, four pairs of the cylinders were disconnected, leaving 
six, which are equivalent to a train of five cars and a tender. 
The time required to move this number of cylinders so as to 
“take up the slack” of the brakes is givenin the third experi- 
ment, and the time consumed in putting them full on in the 
fourth, An experiment was also made to determine the pres- 
sure required to collapse an empty rubber cylinder. It was 
found that a vacuum ofa halfinch was needed to move it six 
inches, and that 6 inches, or a pressure of three pounds per 
square inch, was required to collapse it completely. 











Time of application of Vacuum uivalent 

Ejector. Produced. jure. 

2 seconds. 2 inches. 1,00 Ibs. 
“ 3% OC 1.87 “ 
6 “ 5 ct 2.50 “ 
os “ 64 “e 3.25 “ 
10 “ 8% “ 437 
® 10 a 5.00 “ 
te ae. 5.87 “ 
- o 18%“ 6.87 “ 
18 16% 7.62 “ 
» = 1% 8.62 “ 
2s * 19%“ 9.75 “ 











One line of the pipes and one-half of the cylinders were then 
disconnected, and an experiment made to determine the action 
of the ejector on half the number of cylinders and a single line 
of pipes. The time required to “ take up the slack” isre- 
corded in the fifth experiment, and the time to put the brakes 
fall on in the sixth. 

All of the eylinders were then connected by a single line of 


o 


qc 





e’’’’ with the triple valve 7*%. The brake cylinders are also 
connected with the triple valves by pipes d', d?, d, etc., which 
are equivalent to those used under cars. The cocks J”, f2, fs 
etc., are the same as those attached to the main brake pipes. 
The apparatus was jn fact the equivalent in all respects of that 
employed on a train of a tender and nine cars, and was arranged 
in the compact form shown for convenience in experimenting. 
The auxiliary car reservoirs A', A®*, etc., were 12 in. diameter 
by 30 in. long, and the brake cylinders were 10 in. diameter by 
12 in. struke. 
EXPERIMENTS WITH THE AUTOMATIC AIR APPARATUS. 

The first experiment with this apparatus was made to deter- 
mine the time required to take up the slack of the brakes. The 
results are given in the first table in experiment numbered 7, 
from which it will be seen that it took only 4 of a second to 
take up the slack in the first cylinder, instead of two seconds 
with the vacuum apparatus; and on the sixth cylinder it re- 
quired one second with the one and 8% seconds with the other, 
and on the tenth cylinder 14% seconds with the automatic and 
9 with the vacuum apparatus. The time required to take up 
the slack was also determined in another way (experiment 8). 
Each auxiliary reservoir was provided with a steam gauge. 
The pressure in these reservoirs was 75 Ibs. per square inch. 
The cubical contents of each of the reservoirs was 3,390 cubic 
inches, or two cubic feet very nearly. Now, if the pressure of 
this quantity of air is reduced from 75 to 72% Ibs., the volume 
must have increased in inverse proportion, or from 3,390 cubic 
inches to 3,507, so that a quantity of air equivalent to the dif- 
ference in these volumes, or 117 cubic inches of air of a pres- 
sure of 724% lbs,, must have flowed from the reservoir into the 
brake cylinder. The area of the piston in the brake cylinder 





8.25 seconds with the vacuum apparatus and 1.91 seconds with 
the automatic air brakes. Now if, as seems probable, the 
speed of a train is diminished uniformly after the application 
of the brakes, then if the average time required to bring the 
brake blocks to bear against the wheels is represented by 
x seconds, and the average time to fully set the brakes is 
y seconds, and a is the distance the train 1s moving per 
second at the time of the application of the brakes, 


y 
then the formula e =| xX a= the saving in distance if 


the brakes had been applied instantly. Applying the data de- 
duced by the experiments to the above formula, we find that at 
a speed of 30 miles per hour a train would run 382.2 feet in the 
time which is lost in applying the vacuum brake. At specds of 
40, 50 and 60 miles per hour the distance lost is 442.8, 558.6 and 
664.4 feet, respectively, With the automatic brake these dis 
tances are 62.9, 83.8, 104.8 and 125.8 feet at the same speeds. 
The difference then would be, that with the automatic air brake 
a train can be stopped in 269.1 feet shorter 
distance at a speed of 30 miles per hour, and 
at speeds of 40, 50 and 60 miles per hour the distance 
saved is 359, 448.8, and 538.6 feet, respectively. These results 
compare very closely with those of the experiments made on 
the Toledo, Wabash & Western, and the Chicago & Alton roads 
in July, 1874, a record of which was published in the Railroad 
Gazette of September 19, 1874. In these experiments with the 
vacuum brake it took three seconds to take up the slack in the 
front car, 94% seconds on the middle, and 19% on the last car 

With the air brake it took less than 14 of a second on each of 
the cars. To put the full pressure of the brakes on with 
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pipe, and it was found that it took 42% seconds to put the last 
one “ full on.” It should be stated that the steam pressure in 
theboiler from which the supply was drawn to eperate the 
ejector was 110 lbs. in all the experiments excepting the last, 
in which it had fallen to 105. 

Another experiment was also made to determine the amount 
of vacuum produced by the ejector in a given time. With a 
steam preswure of 110 lbs. in the boiler, the results shown above 
were obtained. 


A vacuum of 23 in. was produced by the ejector ia 294% sre- 
onds, and 2344 inches was the greatest vacuum which could be 
produced. 

THE AUTOMATIC AIR BRAKE EXPERIMENTAL APPARATUS. 

The apparatus representing the automatic air brake is shown 
in figs. 25 and 26, fig. 25 being a front and fig. 26 an end view. 
The pump for compressing the air is not shown in the engrav- 
ings, but was the same as that already illustrated. A!, A*, A?, 
ete,, are air reservoirs, the same as those used under the cars; 
, 0%, O, ete., are the brake cylinders; Bis a three-way cock; 
and 7, 7, 7, the triple valves. The pipe aa was connected 
with an air reservoir the same as is used on locomotives. 
From the three-way cock B a pipe was carried from b vertically 
‘ob’, than horizontally to b’’, and back again to b’’’, and then 
down to b’’’', where it connected with the triple valve 7", the 
whole length and the size of the pipe being equal to that used 
«car. From this pipe ate another similar pipe was con- 
nected with a flexible hose and coupling, H H, the same as is 
tsed between cars. This pipe was carried vertically and hori- 
wontally the same distance as the pipe b. In fig. 25 these pipes 
are, for convenience and to save room in the engravings, repre- 
‘ented as broken off at the top. The pipe c, however, extends 
from ¢ upward toc’’, then horizontally, the same as pipe b, 

in fig. 26, to c’’’, and then downward, and connects at 


fig, 26. 


being 78.5 square inches, a motion of 44% in. would require 353 
cubic inches of air to fill the space behind it, so that the 117 cubic 
inches would be expanded about three times to fill this space. 
This would have a pressure on the piston of about 24 lbs. per 
square inch, which is more than sufficient to take the slack. In 
this calculation no account is taken of the air required to fill 
the connecting pipes and clearance spaces, but these are very 
small, and as strict accuracy is not important here, they may 
be disregarded. 

The next experiment, No. 9, was made to determine the time 
required to put the brakes fully on. This was done by noting 
the time required for a sufficient amount of air to flow from the 
reservoirs into the brake cylinders, 80 as to reduce the pressure 
in the reservoirs 12 lbs., the original pressure being 75 Ibs, 
Such a reduction implied that the volume of air in the reser- 
voirs had been expanded in inverse proportion to the pressures, 
or from 3,390 to 4,085 cubic inches, so that 645 cubic inches of 
air, at a pressure of 63 lbs. must have flowed from the reservoir 
into the brake cylinder. It has been explained heretofore that 
the brake levers are so proportioned that a pressure in the 
cylinders of 50 lbs. per square inch produces a piessure on the 
brake shoes equal to the weighton the wheels. If this air is ex- 
panded to that pressure, its volume will be 813 cubic inches, which 
would move the piston 10 inches, and put the brakes ‘full on.” 

COMPARISON OF THE ACTION OF THE TWO SYSTEMS, 

By comparing these experiments, it will be seen that the 
average time required to “ take up the slack” with the vacuum 
apparatus was 6.85 seconds. With the automatic sir brake it 
was 0.95 of a second, or a difference of 5.9 seconds. In that 
time a train running at a speed of 30 miles per heur would run 
259.6 feet, at 40 miles 346.1 feet, at 50 miles 482.6 feet, and at 
60 miles per hour 519.2 feet. 





The average time required to put the brakes “ full on” was 
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the vacuum brake 12, 234% and 19% seconds were required on 
the front, middle and rear cars, respectively, and with the air 
brake 14, 2% and 2% seconds, At a speed of 35 to 40 miles 
per hour, the train with the air brake was stopped in a distance 
983 feet less than that with the vacuum brake. 





THE SCRAP HEAP. 


British Iron Trade. 

Ryland’s Iron Trade Circular of March 18 anys : 

‘The iron trade mony 4 goes from bad to worse. In ev 
district works are closing and furnaces are being blown out. 
The demand is literally reduced to 40 low a point that makers 
prefer to close altogether than to go on at a loss. It 16 ae at 
those works which produce a special article that anything like 
briskness is to be found. But for the products of the vast rail 
establishments of the North of England and South Wales we 
see but little chance of anything like a revival; for it would 
almost appear that the demand for iron rails is at an_end 
The Bessemer steel article is so much more durable, and can 
be had at from £8to £9 ton, while iron rails are quoted at 
£6 5s. to £6 108. at works. This is not a pleasant prospect for 
the ironmasters in the North of England with their new works 
and costly plant. In fact, from no foreign market do we ex- 
pect any lively demand fcr railway iron, as sv many of the Con- 
tinental Governments are just now enduring considerable 
internal as well as external trouble. And as to finance, they 
are nearly all what may be termed “ hard up.” Then our 
hitherto largest customers, the United States, will never want 
#0 much of our ironas they have done. They are making it 
themselves.” 


Medals for American Oar Wheuvls. 


The Commissioners of the late Chilian International Expo- 
sition have awarded a first-class medal to the Ramapo Wheel 
and Foundry Company, of Ramapo, N. Y., tor chilled cast-iron 
car wheels. These car wheels were exhibited in competition 
with wheels from English, Austrian, Belgian a::d several 
American manufactures. 
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Editorial Announcements. 


Passes.—All persons connected with this paper are forbidden 
to ask for under any circumstances, and we will be 
thankful to Ger any act of the kind reported to this office. 


Addresses.— Business tellers should be addressed and drafis 
made payable to Tux Rartnoap Gazerre. Vommunications 
for the attention of the Hditors should be addressed Environ 
RAILROAD GAZETTE. 





Advertisements.— We wish it distinctly understood that we 
will entertain no pr to publish anything in ~~ pe 
‘or pay, EXCEPT IN THE ADVERTISING COLUMNS. e give 
ny fa. cailorial columns our own opinions, and those only, 
and in our news columns present only such matter as we con- 
sider interesting and important to our readers. Those who 
wish to recommend their inventions, machi ,, supplies, 
financial schemes, etc., to our readers can do 80 fully in our 
advertising columns, but it is useless to ask us lo recommend 
them editorially, either for money or in consideration of adver- 
tising patronage. 





Contributions.—Subsoribers and others will materially as- 
sist us in making our news accurate anil complete if they will 
send us early information of events which lake under 
their shearediions such as changes in railroad officers, organi- 
zations and changes of companies, the letting, 
completion Sor new works or iny 
menis of ones, experiments in the 
and macht and in their management, 
the business of railroads, and suggestions as to its improve- 
ment, Discussions of subjects pertaining to ALL DEPARTMENTS 
of railroad business by men practically acquainted with them 
are especially desired, Officers will oblige us by forwarding 
early copies of notices of meetings, elections, appointinents, 
and é: ly annual reports, some notice of all of which will 
he ished, 


ogress and 
nt improve- 

of roads 
particulars as to 








TESTS OF AMERICAN IRON AND STEEL. 





The Board of Direction of the American Society of Civil 
Engineers has recently issued a circular calling attention 
to the work done and laid out to be done in future by the 
Board appointed to test iron, steel and other metals under 
authority of an Act of Congress. 

The Board of Direction of the Society of Civil Engi- 
neers approves of the work of the testing board, and pe- 
titions Congress to make a further appropriation of $50,- 
000 to enable the tests to be continued and the investiga- 
tions to be carried still further. 

The field of research which this testing board has 
mapped out for itself is the most extended that has ever 
been undertaken in any similar investigations, and must, 
if faithfully and intelligently carried out, as there is every 
reason to believe it will be if the necessary expenses are 
provided tor, be of inestimable value to engineers, manu- 
facturers and to the public generally. 

It is announced that ‘not only are materials to be tested 
and the results stated as those derived from the examina- 
tion of a metal of a conventional denomination, but the 
test-piece, in each case, will usually be examined to deter- 
mine how far peculiar qualities are attributable to peculi- 
arities of chemical composition and of physical structure.” 

The investigations will consist first of a collection of all 
accessible information and the results of experiments and 
investigations which have thus far been made by others. 
This information is sought by issuing circulars of inquiry, 
by examining the published literature relating to these 
subjects and the records of experiments made by other 
parties in similar investigations. The chemical analyses 
will be made in a laboratory especially established by the 
board for this purpose at the Watertown Arsenal, and by 
a chemist employed by the Board, who we are told has 
already done a large amount of work upon irons and steels. 
The circular of the Society of Civil Engineers states that 

**a series of steels is in preparation under the direction of 
the Committee on Chemical Research in which, other ele- 
ments being retained constant in amount, the carbon 
varies regularly trom 0 to 2 per cent. ; another series, with 
carbon uniform, has silicon in varying proportions ; 
another set varies in phosphorus, still another in sulphur, 
aud another series is yariable in manganese.” The mag- 





nitude of such an investigation if thoroughly made is al- 
most appalling, if it is remembered how very slight a 
quantity of some of these elements will affect the quality 
of the material, and that to make the investigation thor- 
ough it will be necessary to experiment on each combina- 
tion of different proportions of these ingredients. This 
investigation, it is said, ‘greatly as it has been needed, 
has never before been even attempted.” 

The Board has divided itself up into committees which 
have taken up special lines of research, The Comm ttee 
on Abrasion and Wear is experimenting at the Stevens 
Institute on abrasion and wear of the metals 
and the effects of lubrication in reducing it. The 
Committee on Armor Plate is collating information from 
domestic and foreign sources, chiefly from the records of 
the Army and Navy departments of this country and of the 
British Admiralty. The Committee on Chemical Research 
has charge of the chemical investigations referred to. The 
Committee on Chains and Wire Rope is ‘‘ working up the 
data which have long been collecting at the Navy Depart- 
ment,” and further experiment will, if necessary, be made 
there to supply any additional information which may be 
needed. It is said that already these investigations have 
revealed serious defects in the accepted tables of sizes and 
strength. The Committee on the Corrosion of Metals is 
investigating the conditions affecting the corro- 
sion of metals in use. It is somewhat 
indefinitely said that ‘‘some information has been 
collected, some chemical work has been done, and much 
more work is projected for the ensuing year.” The Com- 
mittee on the Effects of Temperature ‘‘has planned an 
extended investigation of this subject, and the research 
will be commenced by the chairman during the coming 
year, if the Board is sustained in its work.” The Com- 
mittee on Girders and Columns has a plan of operations 
which includes elaborate investigation of the strength of 
materials. Little can be done in this direction until the 
testing machine now in proc.ss of construction is com- 
pleted. Great interest, it is said, has been mani- 
fested in this department of the researches of the Board 
by engineers and manufacturers, and, they are giving it 
‘*co-operation and active aid.” 

The Committee on Malleable Iron has ‘collated o large 
mass of valuable information and records of a great num- 
ber of experiments and an extensive collection of experi- 
mental determinations of the effect of time upon the ele- 
vation of the elastic limit by strain, the effect of differ- 
ence in size and form of section of the bar on the quality, 
strength, ductility and resilience of the material. The 
Committee on Cast Iron is doing the same thing. The 
Committee on Metallic Alloys have made investigations 
which are described as follows: 

“ Several series of copper-tin alloys were prepared, varying 
in some cases by regular percentages, and in others by chemi- 
cal equivalents, and were cast in bars of 1 inch square section 
and about 20 inches long. A set were reserved for the deter- 
mination of the coefficient of expansion by Dr. Mayer. The 
others were broken by transverse stress, one set by dead loads, 
and others in the transverse testing machine of the Mechani- 
cal Laboratory, and deflections and tests were recorded to the 
fourth place of decimals, in inches, and also in meters with 
equal precision. The logs were made up, and the results 
were also laid off gra phically. The curves revealed some pe- 
culiar and important facts, The fractures were photographed 
and, po gree arene | were reported upon by Prof. Leeds, the 
chemist and mineralogist of the Institute. From the data ob- 
tained, the coefficients of elasticity were calculated and re- 
corded. 

**Complete sets were next broken by tension, and the results 
recorded and worked up as with the transverse tests, and the 
logs and curves compared, and a series of compression speci- 
mens were made up as companion test-pieces. 

“The tull series was finally tested in the autographic record- 
ing machine, and from the strain diagrams, their strength, 
elasticity, ductility, resilience and homogeneousness were de- 
duced, and the law of variation worked up graphically. The 
effect of strain in elevating the elastic limit was observed. 

‘*All specimens were examined by the chemist, and a com- 
parison made between the proportions by mixture and compo- 
sition in the bar which exhibit the loss of metal, and to some 
extent, change of physical character, produced by melting and 
casting. * ° 

“A determination of specific gravities of the metals as pur- 
chased, as cast and as compressed mechanically and in mass and 
in a state of fine division, concludes this research. 

“A similar research is in progress, under the direction of 
this committee, by Prof. Thurston, its Chairman, which is in- 
tended, also, to be as complete and accurate as the resources 
at command will permit. 

“Before entering upon this work, the Chairman collated all 
published material bearing on the subject, and a preliminary 
report of about 100 ape embodies the most important facts 
previously determined, and contains the bibliography of this 
a of copper-tin alloys. This work was supplemented by 
making graphical records of the experimental work of Mallet, 
Mathiessen, Calvert, Johnson and others on the conductivity 
for heat and electricity, the specific gravity and other proper- 
ties of copper-tin alloys, as had been examined by them. It was 
the intention to profit by facts already acquired by acknowl- 
edged authorities, to complement them by the new investiga- 
tions, and to avoid useless repetition of work involving serious 
expenditure of time.” 

The Committee on Orthogonal Strains, that is, strains 
acting simultaneously at right angles to each other, as in 
the case of a rod subjected to torsional or shearing strains 
simultaneously with tensile or compressive strains, ‘‘is 
planning a series of experiments.” The Committee on 
Physical Phenomena ‘is preparing to seek for the phe- 
nomena induced by stress.” The Committee on Steel 
produced by Modern Processes is working with the Com- 
mittee on Chemical Research. The Committee on Re- 
heating and Re-rolling is to test iron, etc., in the several 
stages of manufacture, The Committee on Steel for 
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Tools is making an extended series of experiments at the 
Washington Navy Yard. 

The testing machine ordered by the Board is said to be 
well under way, and the building to receive it, the foun. 
dation and the accessory machinery are all in hands, 
The machine was designed by Mr. Albert H. Emery, and 
has an attachment, designed by Mr. Charles E. Emery, 
for obtaining an autographic strain diagram. Its ca- 
pacity is 800,000 pounds in both tension and compres- 
sion, 

It is further stated in the circular referred to that ‘the 
Board is not prepared to make a report, as all the work igs 
in progress und none yet completed.” With the above 
general statement, which we have condensed as much ag 
possible, the Board asks for a further appropriation of 
$50,000 from Congress to carry on their investigations 
during the year 1876-77. The Board of Managers of the 
Society of Civil Engineers also petitions Congress to 
make such an appropriation, Now, as we have already 
said, the investigations of this Board promise to be of 
the utmost value to all interested in the subjects to which 
they relate, and also, as stated by the managers of the 
Society of Civil Engineers, will be of great value to the 
Government directly in the construction of vessels, en. 
gines, boilers, cannon, armor-plates, light-houses, te, 
The amount of money asked for. could not, we think, 
be more wisely expended in any other way; the 
amount, considering the ends to be attained, ig 
not excessive, and in every way we think it desirable that 
the Boar! should be able to continue its investigations; 
nevertheless we believe many of those who read the cir- 
cular from which we have made the above extracts will, 
on finishing it, have a feeling that it is pervaded with too 
many vague and indefinite statements to form a very firm 
foundation on which to rest an appropriation of $50,000, 
Whether Congress ought to make appropriations for such 
purposes is an open question. Weare inclined to believe 
that the only good reason for doing so is, that the 
information sought is needed in the  construc- 
tion of the means of defence and in public buildings. If 
an appropriation of this kind is based on the ground 
that it will be of great public benefit, then the brewers 
and soap-boilers might make a demand with as much 
reason for an appropriation for experimental research in 
the processes employed in their occupations as the archi- 
tects and bridge-builders in theirs. However, that isa 
political question which is best discussed elsewhere: the 
special point in which we think the appeal for another ap- 
propriation is weak is that the Board, which has already 
had $75,000, the greater part of which, it is reasonable to 
suppose, has been expended, do not report what they have 
done, nor do they give a satisfactory reason for not report- 
ing. It is said that a testing machine has been built 
‘under extraordinarily close inspection, and is remarkably 
well built,” but the Board does not enlighten the public as 
to the kind of machine it has had built. _ If the publie pays 
for suc : a machine, it has a right to ask and to know just 
what it has got for its money. Besides, regarding testing 
machines, there is perhaps more diversity of opinion 
among engineers than with reference to almost any other 
piece of experimental apparatus or instrument used in their 
occupation; and for this reason the work of a public Board 
ought to be made public and subject to criticism. ‘ihe 
same thing is true of the methods of investigation pursued 
by the Board. While it is composed of some of the most 
eminent men in the profession, men whose knowledge 
and skill may be relied upon implicitly, nevertheless 
when it is undertaken to place an important branch of en- 
gineering on a scientific basis, or so to speak to formulate 
long disputed points, the freest criticism and the fullest 
discussion are desirable. When it is announced that the 
chemist to the Board has already done a large amount cf 
work, most persons want to know what that work is, If 
experiments have been made in lubrication, give us the 
results of those experiments as fur as they have gone. If 
the Committee on Chains and Wire Rope has discovered 
“serious defects in accepted tables,” let us know what 
they are. If after the breaking of test pieces of alloys 
it is announced that ‘‘some peculiar and important 
facts were revealed,” the pnblic are stimu- 
lated to an uncomfortable degree of curiosity t 
know what these facts are. It is not clear. either why 
$50,000 is needed to aid sub-committees to ‘plan a series 
of experiments,” or to “prepare to seek for phenomena,” OF 
in ‘projecting work.” 

It would be, we think, a very great misfortune if the 
Board could not carry out the comprehensive experiments 
which it has begun and laid out for itself, but the public 
has a right to demand a report of progress at.reasonable 
periods. If the Society of Civil Engineers petitions for 
grant of public money, it must abandon it medieval 
policy of making the information it gains as little public 
as possible. 








The First Quarter’s Traffic. 


Railro.d earnings, reported so far, have been generally 
much larger than last year, and a good deal of encourage 
ment has been caused thereb:. We have called attention 
to the fact that the increase in earnings was not so @ 
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DETAILS OF WESTINGHOUSE AUTOMATIC TRAIN BRAKE. 
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{ATIC TRAIN BRAKE. 
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_ a sign of prosperity in 1876 as of the very bad condition 
of things in 1875, when a very severe winter made traffic 
' light, and also made it difficult to carry what little 
' was offered. An examination of the returns of the 
amounts of leading articles of commerce made this year, 
in comparison with the amounts for previous years, shows 
unmistakably the upward progress of traffic, which in 
most of the staples which are hauled considerable dis- 
tances is decided. Thus for the first quarter of 1876, as 
compared with 1875, in the great staples whose movement 
is recorded, there have been increases as follows: 


14% per cent. in the grain receipts at Northwestern ports; 
50 per cent. in the grain shipped from Northwestern ports; 
20% per cent. in the grain recrived at Atlantic ports. 

33% per cent. in petroleum exports; 

804¢ per cent. in seaboard cotton receipts; 

26% per cent. in cotton exports; 


Against these we have a decrease (for the whole season) 
of 9 per cent. in the weight of the hogs packed and of 2.8 
per cent. in shipments of anthracite coal. 

The movement during the first quarter of 1875 was great- 
ly obstructed by the extremely severe weather, which 
blocked many railroads and checked many kinds of busi- 
ness. This year the season has been open and the roads 
easily worked, but in many quarters the very mildness of 
the winter kept the count y roads in such condition that 
produce could not be hauled tw the railroads for shipment. 
But if we compare the grain movement this year with that 
in seasons preceding 1875, we find it large without prece- 
dent in almost every particular. An exception is the re- 
ceipts of grain at Northwestern ports, which were 14} per 
cent. larger than in 1875 and nearly 6 per cent. larger 
than in 1873, but 15 per cent. less than in 1874. North 
western ports’ shipments were not only 50 per cent. greater 
than in 1875 (which, as we have said, was a bad year), 
but 16 per cent. greater than in the remarkable year 1874 
and 80 per cent. greater than in 1873. The receipts at 
seap rts on the Atlantic, 20} per cent. greater than in 1875, 
were 11} per cent. greater than in 1874, and nearly 100 per 
cent. greater than in 1873. The petroleum movement, a 
third greater than last year, wasa tenth greater than in 
1874, and a half greater than in 1873. 

In grain and petroleum then, the busimess of the quar- 
ter was not only comparatively but positively good—-not 
merely better than in the bad last year, but than in the 
best of preceding years. The cotton movement, which is 
governed chiefly by the crops, is this year larger than in 
any preceding year without exception, we believe. ‘The 
anthracite coal movement, which is generally irregular, 
has been very light; the provision traffic, which is an im- 
portant one, though lower than last and the three preced- 
ing years, was still heavy. If we were to judge by the 
staples enumerated above, we should have to conclude that 
production has been exceptionally active, and that the 
community and the railroads which serve it must be pros- 
perous. 

Unfortunately, these great staples, though of immense 
importance, form but a fraction of the total traffic of the 
country, and few or no statistics of the other branches are 
collected and publish d. Could we present, with the 
above, statistics of the movement of bituminous coal ev- 
érywhere, ore, lumber, live stock and some other articles, 
we should have a key to the situation. What we have, 
however, is, on the whole, very favorable. The season is 
One in which the railroads usually hope to make more 
than their average profits, not having to meet the compe- 
tition of cheap water lines. Sometimes, as last year, the 
opportunity is destroyed by the great severity of the win- 
ter, limiting traffic and increasing expenses; at others, 
contests between lines drive rates down below cost. Dur- 
ing the first quarter of the current year, however, not only 
has the movement of traffic staples been unusually large, 
but in most cases rates have been maintained, while ex- 
Penses were unusually small. It is reasonable to suppose 
that there has been a reasonable profit. 



























Record of New Railroad Construction. 


This number of the Railroad Gazette has information of the 
laying of track on new railroads as follows: 

College Hi/l.—Completed from junction with Cincinnati, Ham- 
jlton & Dayton in Cincinnati to College Hill, 3% miles. It is 
of 3-feet gauge. 

This makes a total of 308 miles of new railroad completed in 
the United States in 1876, against 183 miles reported for the 
same period in 1875, 303 miles in 1874, and 535 in 1873. 
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Tae Orentnc Lake Rares are discouragingly low, 4% cents 
Der bushel on wheat being given as the price from Chicago to 
Buffalo—quite as low as rates opened last year. There is this 
*eason a much greater stock of grain in the Northwest to be 
Moved to the seaboard. There is especially a great deal of 


orm, and corn bears a good price, so that a heavy 
Movement may be expected, which will be of gréat 
Mivantage to the lines carrying grain to lake 


Ports, but cannot be shared at remunerative rates by roads 
*atrying from lake ports eastward. Doubtless they will carry 
* 800d deal, especially of that consumed at interior Eastern 
Peints; but their profits must be infinitesimal if not nil. These 
Xeessively low lake rates also tend to prevent a profitable 
in traffic on the railroads which cross Iinois south of Chi- 
go. They have become aceustomed to the circumstances 
but the situationtis very trying to their bondholders; 

most of these roads are bankrupt. We do not believe that 


the trunk lines need regret that rates are so low on the lakes, 
so far as grain traffic is concerned. Not much is to be made 
out of that at best; and good deal is to be made from the in- 
crease in other traffic which is the consequence of large re- 
ceipts for grain by Northwestern farmers. 


: Headquarters of the Master Mechanics’ Convention. 


The Committee of Arrangements for the ninth annual meet- 
ing of the American Railway Master Mechanics’ Association 
have been notified that the convention will meet in Philadel- 
phia, on Tuesday, May 16, 1876. 

The Aubrey Hotel, on the epee plan, will then be open- 
ed, and the Committee have arrangements with the pro- 
prietor for the accommodation of members. 

The above hotel is new, and located near the Pennsylvania 
Railroad depot, and is accessible to the principal street railroad 
lines. The rates for rooms will be from three to four dollars 
per day, according to location. Meals will be furnished at the 
restaurant of the hotel if desired. 

Members are requested to notify the Committee, and those 
who will be accompanied by ladies will please give notice as 
early as possible, that rooms may be fe 


No. 1,400 Hamilton street, Philadelphis” 

0. 1, amilton s p : 
W. B. Bemenr, Committee. 

E. H, Wr.11aMs, 
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@eneral Railroad Wews. 
ELECTIONS AND APPOINTMENTS. 

Chicago & Alton.—At the annual meeting in Chicago, April 
8, the three directors whose term then expired were re-elected 
for three years, as follows: John Crerar, ees John J. 
Mitchell, St. Louis ; Lorenzo Blackstone, Norwich, Conn. 

remy River Bridge Oo.—At the annual meeting in 
Chicago, April 8, the following directors were chosen: ‘I’. B. 
Blackstone, John J. Mitchell, John B. Drake, George Straut, 
H. V. P. Block. The company is controlled by the Chicago & 
Alton and owns the bridge over the Mississippi at Louisiana. 

Joliet & Chicago.—At the annual meeting in Chicago, April 
8, the following directors were chosen: John Crerar, T. B. 
Blackstone, John B. Drake, D. Willis James, J. MoGregor 
Adams. The road is leased to the Chicago & Alton, 

St. Louis, Jacksonville & Oh .—At the annual meeti 
Chicago, April 3, the following directors were chosen: T. B. 
Blackstone, John Crerar, George Straut, Chicago ; Josiah Saw- 

er, Tremont, [l.; N. Ww. Green, Pekin, Ill; Re 8 Weston, 

hitehall, Dl.; C. D. Hodges, Carleton, Dl. The board sub- 
sequently re-elected George Straut President; T. B. Black- 
stone, Treasurer ; Robert H. Nolton, Secretary. The road is 
leased to the Chicago & Alton, 

Detroit, Lansi:ig & Lake sigan —h the annual meeting 
in Detroit, Mich., April 4, the following directors were chosen : 
James F. Joy, Detroit: Nathaniel Thayer, W. F. Weld, John A. 
Burvbam, H. H. Hunnewell, John W. Brooks, George O. Shat- 
tuck, Charles L. Young, Charles Francis Adams, Jr., Nathaniel 
Thayer, Jr., Charles Merriam, Boston. 

Nevada County.—Mr. Jonn F, Kidder has been appointed 
Superintendent. 

Junction.—At the annual meeting in Philadelphia 
Mr. Isaac Hinckley was chosen President, with the 
directors: Franklin B. Gowen, Charles 
Scott, George B. Reberts. 


Prie.—Mr. John A. ere has been appointed Pur- 
chasing Agent in place ef Col. Henry Bowman. Mr. John A. 
Outwuter is appointed Auditor of Disbursements, in place of D 
E. Hervey, deceased. ° 

Pittsburgh, Washington & Baltimore.—At a moeias of the 
directors of this company in Law een April 4, Charles Don- 
nelly and John D. Scully, of Pittsburgh; W. H. Koontz, of Som- 
erset, Pa., and M. Markle, of Greensburg, Pa 
directors in place of Wm. Keyser, George R. Dennis, W. H. 
Perkins and H. G. Vickery, resigned. e two last were origi- 
nally chosen as representatives of the B.ltimore city interest, 
now owned by the Baltimore & Ohio Company. 

Baltimore, Pittsburgh & Chicago.—At the annual meeting in 
Newark, O., April 4, the following directors were chosen: W. 
C. Holgate, Defiance, O.; A. D. Smith, Washington Cowen, 
Columbus, O.; W. C. Quincy, Newark, O.; George R. Dennis, 
Frederick, Md.; Wm. Keyser, John K. Cowen, baltimore. The 
board elected W. C. Quincy, President; B. C. Winstanley, Sec- 


retary. 
Division.—At 


Baltimore, Pittsburgh & oneans Indtana 
the annual meeting in Garrett, nd., April 5, the eins 
m. Keyser, A. P. Ed- 


directors were chosen: W. C. Quincy, 

gerton, Geo. R. Dennis, 8. J. Anthony, David Lee. The board 
elected W. C. Quincy, President; E. C. Winstanley, Secretary; 
W. H. Ijams, Treasurer; James L. Randolph, Chief Engineer. 
The road is worked by the Baltimore & Ohio. 


Missouri Pacific.—The new receivers have appointed D. R. 
Garrison General Manager and Warder Cummins, late Super- 
intendent Eastern Division, Acting General Superintendent. 


Atlantic & P’ .—The new receivers have continued Mr. 
C. W. Rogers as General Superintendent, his jurisdiction, how- 
ever, being now limited to the Atlantic & Pacifie Railroad 
proper. 

Chicago, Burlington & ea F. D. Munson has been 
appointed Superintendent of the new Hannibal Division, form- 
erly the Quincy, Alton & St. Louis road. 

Cincinnati, Richmond & Fort Wayne.—At the annual meet- 
ing in Richmond, Ind., Apel 6, the following directors were 
chosen: A. F. Scott, J. H. Moorman, Elw Patterson, C. F. 
Coftin, Wm. Parry, A. Stone, Arthur McKew, David Studebaker 
Pliny Hoagland, F. H. Short, J. N. McCullough. The board 
cme Wm. Parry, President; A. F. Scot, Vice-President ; C. 
C. Binkley, Secretary and Treasurer. The road is worked by 
the Grand Rapids & Indiana Company. 

Gulf, Colorado & Santa Fe.—Major J. P. Frasenius has been 
appointed Chief Engineer. 

Frunkfort, St. Louis & Toledo.—The first board of directors 
of this newly organized company is as follows: Wm. R. Carter, 
Robert G. Bennefield, Alexander B, Given, Samuel Ayres, Henry 
Y. Morrison, Adam Blinn, John G. Clark, David F. Allen, George 
A. Smith. The company’s office is at Frankfort, Ind. 
Missouri, Kansas & Teras.—Mr. John H. Sullivan is a 
Superintendent of the Missouri and Sedalia Divisions, his ap- 
pointment to take effect Aprilll. He succeeds Mr. J. J. Frey, 
resigned. 

Toledo & St. Louis.—This company was organized in In- 
oor. ae 7, wy the election of the following directors : 
J. V. Banta, David Binford, C. J. Brundage, Geo. A. Dent, W. 
H. Durham, M. B. Garten, Samuel Harding, John Lee, Joseph 
Milligan, J. ©. Silvers, Philip Smithurst, ©. W. Waterman, 3. 
Cc. W The board organized by electing the following 
officers : President, Col. 8. C. Willson, Crawfordsville, Ind. ; 
Vice-President, Jo 








in 


April 3, 
following 
k. Smith, Thomas A. 


were chosen 


nted 


Lee, Crawfordsville, Ind.; Secretary, J. 
M. Smith, Clinton ; Assistant Secretary, George H. Hurley; 
Treasurer, W. H. Dur , Crawfordsville, ind. 


Des Moines, Winterset 
ing in Des Moines, Is., 








& Southwestern.—At the annual meet- 
April 4, the following directors were 


chosen: B, F. Allen, 0. D. Bevington, 0. H. Gatch; J. J. 
Hutchings, N. W. Munger, B. F. Murray, H. F. Royce, F. R. 
West, Thomas 8. Wright. The board elected officers as fol- 
lows : President, C. D. Bevington ; Vice-President, F. R. West ; 
Treasurer, W. W, McKni ht ; Secretary, H. F. Royce; Execu- 
tive Committee, B, F. Allen, 0. D. Bevington, F. R. West. The 

road is leased to the Chicago, Rock Island & Pacific. 
£rie.—Mr. Octave Chanute has been appointed Assistant 
General Superintendent, and will have especial charge of the 
road and property of the company. Mr. Chanute is widely 
known as a very able engineer ; he was lately Chief Engineer 
of the Erie, and wa» formerly for some time Chief neer and 
Superintendent of the Leavenworth, Lawrence & Galveston, 
the engineer of the Kansas City Bridge (the first of the Mis- 
= ver bridges), and was earlier engineer of the Chicago 
n. 


Burli & Southwestern.—At the annual meeting in Bar- 
ton, Ia., March 22, the following officers were chosen: Elijah 
Smith, President; J. A. Ostrander, Secretary and Treasurer ; 
John W. Smith, Transfer Agent. 

Fredericton.—At the annual meeting in Fredericton, N. B., 
April 7, the following directors were chosen : Sheriff Temple, 
A. F. ap Julius L. Inches, E. R. Burpee, H. D. McLeod. 
Mr. John Richards was elected Secretary and Treasurer. 

Karns Oily & Butler.—The first board of directors consists of 
8. C. Karns, W. Jarker, R. L. Brown, H. R. Fullerton, W. C. 
Mobely, W. E. Karns, H. W. Karns. 

Arkansas Central.—The United States Circuit Court has a 
pointed Mr, A. H. Johnson Receiver, Mr. Johnson will operate 
the road as Receiver and General Manager. 


, Chicago & Lake Huron.—The United States Circuit Court has 
copeenies Mr. Wm. L. Bancroft Receiver of both divisions of 

isroad. He has been Receiver of the Peninsular Division for 
some time, 

Galveston, Houston & Henderson.—At an adjourned meeting 
held in Galveston, Tex., March 30, the following directors were 
chosen: A. P. Lufkin, N. B. Yard, H. 8. Andrews, John Sealy, 
Galveston, Tex.; J. H. Hutchings, H. M. Hoxie, ira H. Evans, 
D. 8. H. Smith, James A. Baker, R. 8, Hayes, Houston, Tex.: 
T. W. Peirce, Boston. The new directors are Messrs. Evans 
and Baker, who replace E. 8. Wood, W. H. Nichols and Moses 
Taylor. The board elected John Sealy, President; H. M. 
Hoxie, Vice-President and General Manager; J. E. Fisher, Bee- 
retary; J. H. Hutchings, Treasurer. Mr. Sealy bas been Vice- 
President. Mr. Hoxie is General Superintendent of the Inter- 
national & Great Northern, The changes point to an increased 
influence of that company in the management. 

International & Great Northern.—At the annual meeting in 
Palestine, Tex., April 3, the election for directors resulted as 
follows: R. 8. Hayes, H. M. Hoxie, D. 8. H. Smith, Ira H. 
Evans, W. J. Hutchins, Houston, Tex.; Samuel Sloan, Moses 
Tayl r, J. 8. Barner, T. W. Pearsall, New York. There is no 
change from last year. The board elected Samuel Sloan, Pres- 
ident ; R. 8. Hayes, Vice-President ; D, 8. H. Smith, Treasurer; 
Jacob 8. Wetmore, Assistant Treasurer ; Ira H. Evans, Secre- 
tary ; H. M. Hoxie, General Superintendent. 

Long Island.—At the annual meeting in Long Island City, 
N. Y., April 11, the following directors were chosen: Conrad 
Poppenhusen, Herman ©. Poppenhusen, Alfred L. Poppen- 
huxen, Adolph Poppenhusen, Herman Funke, Wm. A. Have- 
meyer, David N. Ropes, Wm. Keran, Morris Franklin, E. B. 
Hinsdale, KE. E. Sutton, E. B. Sprague, F. Bb. Wallace. The 
board elected Conrad Poppenhusen President; Herman ©, 
Poppenhusen, Vice-President and Treasurer ; EK. B. Hinsdale, 
Secretary. As was expected, there was a complete change, the 
board and officers being now substantially the same as those 
of the Flushing, North Shore & Central. 

Great Western, of OCanada,—Mr. Charles K. Domville has 
been appointed Locomotive Superintendent. He has been for 
several years Chief Engineer an! Locomotive Superintendent 
of the Belfast & County Down Railway in Lreland. 


Spartanburg & Asheville.—Mr. WH. Inman, of New York, 
has been chosen a director in place of Kt. W. Allen, resigned. 

Baltimore, Pittsburgh & Chicago—Illinois Division.—At the 
annual meeting in Chicago, April 6, H. Waite and J. B. Lud- 
ington were chosen directors for three years. The board re- 
elected W. C. Quincy President; E. V. Winstanley, Secretary ; 
W. H. Ijams, Treasurer; J. L. Randolph, Chief Enginecr. The 
road is worked by the Baltimore & Ohio. 

Allegheny ra the annual mecting in Pittsburgh, 
April 11, the following direciors were chosen: John Scott, 
Win. M. Lyon, D. A. Stewart, B. F. Jones, Pittsburgh ; Thomas 





A. Scott, George B. Roberts, H. M. Fulton, Henry M, Phillips, 
A. J. Cassatt, Philadelphia. 
PeRSONAL. 


—Juidge Isaac Fictcher Redfield, who died in Charlestown, 
Mass., March 23, was a noted railroad and corporation lawyer. 
He was born in 1804, and was a judge of the Vermont Supreme 
Court from 1836 to 1861, being Chief Justice the last four years. 
In 1861 he resigned and removed to Boston, where he prac- 
tised law, anak of his time, however, being employed in the 
production of several law treatises, which are regarded as 
standard works. Among them are the “ Law of Railways,” the 
** Law of Carriers ’ and “ Leading American Raiiway Cases.” 

—The Railroad’ Committee of the Massachusetts Legislature, 
having investigated the charges agains: Mr. A. D. Briggs, re- 
ports that no fault whatever can be found with Mr. Briggs’ offi- 
cial action, and that there is no doubt that he did receive from 
the Governor and Attorney General verbal assurances that his 
connection with the bridge-building firm was not incompatible 
with his position as Railroad Commissioner. At the same time 
it is recommended that the law be amended so as to define 
more clearly what is required by the State in similar cases. 








RAILROAD LAW. 
The Validity of the Westinghouse Brake Patents, 

We noticed some time ago that in the suit of George Weat- 
inghouse, Jr., against the Gardner & Ranson Air Brake Com- 

any, for infringement of the Westinghouse air brake patents, 
fhe United States Cireuit Court for the Northern District of 
Ohio (Justice Swayne and District Judge Welker on the bench) 
decided in favor of Westinghouse, and issued a decree enjoin- 
ing further infringement. 

e case was elaborately argued, the printed record coverin 
about 750 pages, and nearly : tents and provisional specifi- 
cations were presented as evidence of want of novelty and 
priority in the Westinghouse patents. The plaintiff charged 
infringement of claims 1 to 7 of re-issue 5,504 of original 
patent No. 88,929, and claim 3 of re-issue 5,506 of original 
patent No. 115,667, granted to Westinghouse, and claims | to 4 
of patent No. 64,437, | to Barney Mee and assigned to 
Westinghouse. The defendant claimed protection by patents 

n to Gardner, Ranson & Martin, to J. W. Gardner and to 
rer & Ranson, the latter for coupling valves for steam and 
air brakes. These were claimed as valuable improvements on 
the Westinghouse apparatus. The court says: ‘* While we are 
not disposed to — the ingenuity and utility of these de- 
vices, and particular y the defendant’s apparatus for releasing 
the brakes, and which may be, and no doubt is, a valuable ad- 
ditional improvement, we are nevertheless of opinion that the 
air brake ap tus, as constructed and used by defendant, 
although embracing these alleged improvements, does infringe 
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the Westinghouse ae pts getente Keyrty referred is ond that 
these improvemen' © appropriation 
the defendant of thet hich as boo petted fo cer 
nant’s ive, 
and the intfagement dleecty proren. va atte 
Charges re-issues and 5,506 were for substantially 
different inventions trom those described by original patent 
and that certain claims were void from ambiguity, were decided 
not to be well founded. 
The chief contest seems to have been as to the novelty of the 


invention, and many patents and much expert testimony were 
offered in of this ples. As to the 4th and 5th claims 
of re-issue the patents of Walber, Goodale, Wright, Ful- 
lerton, Weeks and in the United 8 those of 
— of Du Trembly & and the provisional specifica- 
tion were specially cited. The court said: 
“ We are sa that none of these patents or specifications 


can have the effect claimed for them by defendant. Some are 
later in date than complainant’s invention (even if otherwise 
sufficient); some are too g¢ indefinite and ambiguous in 
their descriptive to eonstitute an anticipation of that 
which the com nt has patented and introduced into gen- 
eral public use almost the world over, with most marvelous 
reoulte ta it of increased safety to life and property; and 
those that are clear and intelligible in their terms, fal] short in 


one or more material respects of containing the subject matter 
of the claime referred to. 
“The same patents and specifications, as well as 


® number of others, are relied upon be perp as anticipa- 
tory of the first three and the sixth claims of re-issue 5,504; and 
[a5 ng such additional references were the patents 
of Miller, January 2, 1855; Ho worth (English), No. 2,886 

of 1858; McInnes (English J, No, 2,504, of 186 , and Kendall 
(English), No. 3,088, of 1 As to all of these in their bear- 
ings on claims above referred to, our opinion is the 

same as above stated. They go to show that Westinghouse , 





Fig. 


others. The patent of Heneage, of Aug. 16, 1859, in some re- 
spects closely resembles it; but it, as well as the other prior 
—— cited in the defendant’s supplemental brief,—Kreuter; 

er & Dunbar—fail to embody the complete invention, and 
hence necessarily fail toinvalidate the claims of Mee.” 


Recovery for Legal Services to a Oorporatien. 

In Southgate against the Atlantic & Pacific Company, the 
plaintiff, an attorney, brought action to recover the reason- 
able value of certain professional services, alleged to have 
been rendered defendant, and of certain other services ren- 
dered another corporation, which, it is alleged, the defendant 
promised after the services had been rendered to pay. 

The Missouri Supreme Court held: 

1. The power of the officers of a corporation to employ 
counsel is implied, and need not be proved. Such officers have 
power to engage attorneys without receiving any express dele- 
gation thereof. 

2. To prove the value of certain services, the evidence should 
show what those particular services are reasonably worth, not 
what is the value generally. 

8. Tv bind a corporation, it is not enough to show an act of 
the Legislature which states that the corporation assumes 
certain liabilities, but evidence must be given showing thatthe 
corporation accepted the act. 

4. In Missouri interest on account 1s not allowable until after 
demand of payment has been made. 





Safford’s Safety Draw-Bar. 


This invention consists of a cast-iron draw-head with a re- 
cess on each side which gives sufficient room after the two 
heads have come in contact, as shown in fig. 1, for a person’s 
hand in taking hold of the coupling link. Even if the two 
draw-bars are not of the same height, as shown in fig. 2, the 





1. 








SAFFORD’S SAFETY DRAW-BAR. 


was not the first to conceive the idea of operating railway 
brakes by air ure, and that he was not the inventor of the 
larger part of the devices employed for such purposes, But 
such fact does not detract at all from the merit or rights of a 
successful inventor, The nisms covered by the fourth and 
fifth claims of his patent re-issue 5,504, seem to have been en- 
tirely new with him; and the in ration Of these elements, 
together with that of ereeting the air pressure in the brake 
cytinders—aleo shown to be new and of the highest importance 
and utility—in claims 1, 2, 8 and 6, with other substantial and 
material differ not ary to enumerate, fully sub- 
stantiate his pretensions as an original and meritorious in- 
ventor, and entitle him as such to the amplest protection of 


the law. 

« ve as these prior patents and provisional specifica- 
tions may have been, they do not, any of them, embody that 
which Westinghouse haa invented and claimed; and a prior 
description of a part cannot invalidate a patent for the whole. 
The same rule applies in patent law as in mathematics. 

‘*So far as from the testimony in this case, none of 
or inventions of air brake apparatus have ever 
— to practical use; and when we con- 

of the introduction of the air 
the incalculable benefit which it has 
| in the readiness and certainty with 
which trains can by be controlled, and the comparative 
| me mg from accidents thus secured, and also the number of 
evices which have A a are for this purpose, in connec- 
tion with the fact that Westinghouse was the first, so far as 
appears in the record and proofs, to put an air brake into suc- 
cessful use—such considerations only strengthen and 
the conclusions to which a careful 
tents has led us—that there are 
cats and the Weetinghonse Pparatus, amt that to then 
en a) ry ene differ- 
ences we = Poy | attribute the successful and extensive in- 
troduction estinghouse air brake. 


* 
2. conclusions as to the novel 
by the Mee patent are the same as 





confirm the 
examination of these 


* * 


of the invention claimed 
reference to the 


recess in one of these heads gives sufficient room to protect a 
person from accident. The form of the face of the draw-head 
also permits of the use of this pattern with any of the other 
styles in use. It is claimed by the inventor that its “resisting 
poiuts are in line with the draw-bar body,” and therefore that 
it is stronger than any other pattern, and that it is in use on 
many of our leading railroads and that its operation has been 
very satisfactory. If it accomplishes what is claimed for it, 


dent which it aims at, every humane person must recommend 
its use. It seems to be worthy of the attention of all railroad 
managers who have any regard for the safety of those whom 
they employ. The perfectly brutal disregard for the safety of 
those who are employed in coupling cars is a subject which all 
right-thinking and feeling men are justified in regarding with 
righteous indignation, and any invention or device which gives 
a fair promise of relief from this evil is worthy of cousidera- 
tion. 

The inventor of the draw-bar illustrated above is Mr. J. B. 
Safford, and his address is Buffalo, New York. 








— 


THE SCRAP HEAP. 
Railroad Manufactures. 

The Brooks Locomotive Wo:ks at Dunkirk, N. Y., have 
delivered 15 out of the 80 engines they are building for the 


t- | Erie 


The Lebanon (Pa.) Rolling Mills are running double turn on 
plate iron for bey x ee 

The Shenango Rolling Mill at New Castle, Pa., has shut 
down for want of orders. 

Among the specimens of work to be sent to the Centennial 


and gives to unfortunate brakemen that immunity from acci- | Bos 


port, Pa., is a piece of lap-welded iron pipe, 14 inches in diame- 
ter and 14 feet long. The iron is two inches thick. This is 
said to be the heaviest piece of lap-welded pipe ever made. 

The Baldwin Locomotive Works at Philade phia have two en- 
gines nearly ready for the Centennial. After the cxhibition ig 
over — will go on the Pennsylvania Railroad, for which they 
are built. 

The Rome (N. Y.) Rolling Mill has a contract for 3,500 tons 
iron rails for the Burlington & Lamoille Railroad in Vermont. 
The Columvus (O.) Rolling Mill has been running half time 
na gai rails, but has just received a large order for new 
rails. 
The St. Albans (Vt.) Messenger says: ‘‘ Work has com- 
menced inthe puddiing department of the rolling mill, and 
gives employment to about 50 more men. Seven furnaces are 
run day and night for heating the iron to roll rails. About 150 
men are employed at present in the mill.” 
The Rogers Locomotive Works of Paterson, N. J., will send 
to the Centennial an eight-wheel freight engine, 16 by 24 inch 
cylinders, with driving-wheels i feet diameter. The engine 
is a wood burner, built for the obile & Montgomery road, and 
1s the ordinary standard engine of the works, with a more 
elaborate finish than usual. 
During the month of March, there was made at the Pennsyl- 
vania Steel Works, at Baldwin, 5,455 tons of steel ingots, and 
5,200 tons of steel rails. This is said to be the largest quantity 
ever # eng so in one month by any Bessemer steel works. 
Wilson Bohannan, manufacturer of freight-car locks, in 
Brooklyn, N, Y., is at work on orders for several large Western 
roads. He is also preparing a large case of locks to send to the 
Centennial. 

A furnace in Chatham County, N. C., is reported by local 
apers to have made spiegeleisen from native ores mined in 
hat vicinity. 

The American Bridge Company of Chicago is at work on a 
railroad and highway bridge over the Des Moines River at 
Keokuk, Ia. 

The Mason Machine Works at Taunton, Mass., recently 
shipped two engines to the Atchison, Topeka & Santa Fe. 








TRAFFIC AND EARNINGS. 


Ootton Movement. 


For the crop year from Sept. 1 to March 31, seven months, 
receipts at the seaboard and exports were, in bales: 


1875-76. 1874-75. Increase. P.¢. 

Receipts... ...+.-+ee00++++3,757,676 3,194,907 562,769 17.6 

BOTEEs sv crecccscveceevss 2,584,698 2,107,662 477,036 227 
And for the first quarter of 1876 and 1875: 

1876. 1876. Increase. P.c, 

MOOTED 6 kn kc. ccvevedccees 1,416,990 1,085,795 331,195 30.6 

BER non cr eccecens- aso 1,330,042 1,048,072 281,970 26.8 


Flour and Grain Movement. 
Receipts and shipments from Jan. 1 to April 1 have been as 
follows, flour in barrels and grain in bushels: 


Flour : 1876. 1875. Inc. or Dec. P.c, 
Lake ports’ receipts...... 1,218,463 1,026,872 Inmc.. 191,591 18.7 
“ “ shipments ... 1,305,070 1,057,646 Inc.. 247,425 23.4 
Atlantic ports’ receipts... 2,166,164 1,937,101 Imc.. 228,053 11,8 
Wheat: 
Lake ports’ receipts...... 8,694,813 9,525,158 Dec. 830,345 87 
# “ shipments ... 4,068,667 3,642,346 Inc.. 426,322 11,7 
Atlantic porte’ receipts... 4,685,701 4,415,106 Inmc.. 270,595 6.1 
Corn: 
Lake ports’ receipts...... 14,316,122 10,711,705 Inc..3.604,417 33,7 
“ “ shipments ... 9,885,359 4,848,169 Inc..5,037,200 103.8 
Atlantic ports’ receipts. ..17,692,478 13,931,788 Inc..3,760,690 27.0 
Grain of All Kinds: s 
Lake ports’ receipts...... ,277,842 25,632,432 Inc..3,745,410 14.7 
oe «  ghipments ...17,320,478 11,643,926 Inc..6,776,562 50.0 
Atlantic ports’ receipts. ..27,617,883 22,857,227 Inc. .4,760,6566 20.8 


The increase on the whole is very large, and the rate of in- 
crease is much larger in shipments from the Western cities 
than in the receipts there, showing that grain has been held 
less than usual for the opening of navigation. The g:ain 
movement for the quarter is greater in every feature than 
for any corresponding quarter except that for 1874, when the 
foreign demand joined with the large American crop and the 
great need of money have made it phenomenally large. The 
total bushels for the corresponding quarter for four years have 
been: 

1876. 1875. 1874, 1873, 
29,277,842 25,532,432 34,545,149 27,699,631 
Lake ports’ shipments ...17,320,478 11,543,926 14,948.731 9,437,543 
Atlantic p rts’ receipts ..27,617,883 22,857,227 24,745,581 18,930,527 

Thus, exce pt in the single item of receipts at Northwestern 
ports (St. Louis and Peoria are included, for convenience’s 
sake, in ‘lake ports”), the movement of the first quarter of 
1876 has never been surpassed; for the movement of 1873-74 
exceeded that of all previous years. 


Petroleum Movement. 
For the period from Jan. 1 to April 1 exports have been: 


Lake ports’ receipts...... 


1876. 1875. 1874. 1873, 

From gal. gal. gal. gal. 
New York.........- 28,425,141 26,814,650 30,815,052 23,404 502 
Boston ....... ..-. 478,310 659,26» 789,496 602,708 
Philadelphia ....... 12,798,063 5,936,996 13,956,654 8,652 770 
Baltimore.......... 8,972,731 4 749.686 609,392 492,777 
Total gal....... 50,674,245 38,160,601 46,070,594 33,162,752 


The quarter’s exports this year are 33% greater than in 1875, 
10 per cent. greater than in 1874, and 50 per cent. greater than 
in 1873, Which latter had never been equaled before. 

The shipments of crude petroleum trom the Upper, Central 
and Lower Allegheny, Oil Creek and Bradford districts for 
February were av follows: 







Baltimore 
Cleveland. . 


New York ........-- 

Outside local points 607 

Refined at Oil Creek refineries, reduced to crude, shipments.. 90,407 

SE IN 1b DREN... cick 0:5-sin'sdcn bakes deeds babeb aed spncks 12,378 
MOORE ccvrcccccocccccecscvoccccccevcccscecs cs cesses cesved 519,193 


The shipments for January were 677,289 barrels, the total for 
the two months being 1,196,482 barrels. 


Opening Lake Rates. 

The rates offered in Chicago last Saturday were 444 cents for 
wheat, 4 cents for corn and 3 cents for oats to Buffalo—s lew 
Summer rate and about the same as last year’s opening ra 
Charters are noted for ates coal from Cleveland to Ravine st 
60 cents per ton ; salt in bulk from Goderich (Canada) tv Chi- 
cago at 80 cents currency ; wheat from Detroit at 6 cents 
bushel to Oswego, 67% cents to Ogdensburg, 3 cents to 
and 2 cents to Cleveland. 


Lumber from Ottawa by Rail. ‘ 
The Toronto (Ont.) Monetary Times of April 8 says: An 

experiment of somewhat bold character ia now being m 

a Quebec timber house. They ship lumber from Uttews 

Portland by rail, and thence by steamer to Liverpool. A 

ment of two million feet is now on the way at the railway 








from the National Tube Works Company’s Mills at McKees- 


of $6 per thousand feet, and sixty shillings the s 
ocean carriage. By the old freight routes the cost would be 
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some #3 to Quebec and eighty thence home. The 
difference is calculated to be largely in the saving of 
time and consequently of interest, and by the advantage of 
reaching market at short notice, and at a season of the year 
when ships could not deliver it by the ordinary method.” 


Opening of Navigation on Lake Erie. 
he first steamer from Detroit to Cleveland went through 
April 4. Ice was found quite strong near the islands, but the 
steamer, the R. N. Rice, came by the Middle Passege, working 
her way through with some little difficulty. 
Railroad Earnings. 

The following are some of the reports made to the Secretary 
of State of New Jersey for the year ending Dec. 31: 


1875. 1874. Inc. or Dec. P.c. 
Ferro Monte........... $14,744 $18,530 Dec.. $3,786 20.5 
Hibernia Mine......... 24,715 48,926 Dec.. 24,151 49.4 
Morris & Eesex ........ 4,340,351 3,946,161 Inc.. 394,190 10.0 
New Jersey Midland... 537,234 629,725 Inc.. 7,509 14 
Ogden Mine............ 38,441 41,958 Dec.. 3,517 8.4 
i cs<ssccdeiebbeco 116,610 124,445 Dec.. 7,835 = 6.3 


Other earnings are reported as follows: 














Year ending March 31 : 

1875-76. 1874-75. Inc. or Dec. P.c. 

Cincinnati, Richmond 
& Fort Wayne........ 295,088 $300,960 Dec.. $5,922 2.0 
Expenses .........++. 208,031 206,523 Inc.. 1,508 0.7 
Net earnings......... $87,007 $94,437 Dec.. $7,431 79 
Earnings per mile.... 3,224 3,289 Dec.. 65 2.0 
Per cent. of expenses. 70.80 68.61 Inc.. 2.19 3.2 
Year ending Dec. 31: 

1875. 1874. 

Allegheny Valley....... $2,399,638 $2,389,472 Inc.. $10,166 0.4 
Expenses ........+++- 1,414,996 1,470,785 Dec.. 55,789 3.8 
Net earnings......... $984,642 $918,687 Inc.. $65,955 2 
Earnings per mile.... 9,265 10,911 Dec... 646 5.9 
Per cent. of expenses. 58.97 61.55 Dec.. 2.58 4.2 

Burlington, Cedar Rap- 
ids & Minnesota...... 1,311,377 1,246,912 Inc.. 64,465 5.2 
Expenses ...........- 846,287 824,929 Inc.. 21,358 2.6 
Net earnings ........ 465,090 $421,983 Inc.. $43,107 10,2 
Earnings per mile.... 3,221 3,064 Inc.. 157 5.2 
Per cent. of expenses. 64.53 66.16 Dec.. 1.63 25 

Columbus & ocking 
WEEE scccccccccccese 877,591 717,490 Inc.. 160,101 22.3 
Expenses........ ++. 519.215 360,413 Inc.. 158,802 44. 
Net earnings......... $358,376 $357,077 Inc.. $1,299 04 
Earnings per mile.... 9,861 8,62 Inc.. 1,799 22.3 
Per cent. of expenses. 59.28 50.20 Inc.. 9.08 18.1 
Three months ending March 31: 

1876. 1875. 

Burlington, Cedar Rap- 
ids & Minn........... $299,469 $262,484 Inc.. $36,985 ‘41 

Canada Southern....... 430,333 212,049 Inc.. 218,284 103.0 

Central Pacific......... 3,094,000 3,006,860 Inc.. 87,640 2.9 

Chicago & Alton........ 1,006,666 1,011,774 Dec.. 5,108 0.5 

Chi,, Mil. & St. Paul.... 1,612,388 1,292, *9 Inc.. 320,249 248 

Cin., Lafayette & Chi... 98,929 91,474 Inc.. 7,455 8.1 

Hannibal & 8t.Joseph. 463,727 849,597 Inc... 114,130 32.6 

Illinois Central........ 1,802,067 1,668,231 Inc.. 133,836 8.0 

Ind., Bloom. & Western. 379,548 $18,116 Inc.. 61,432 «19.3 

Int. & Great Northern.. 357,537 346,762 Inc.. 10,775 3.1 

Kansas Pacific......... 3,645 627,332 Inc.. 6,313 1.0 

Michigan Central..a... 1,650,372 1,553,736 Inc.. 96,636 6.2 

Missouri, Kan.& Texas. 156,996 628,009 Inc.. 128,987 205 

Ohio & Mississippi..... 923,216 800,830 Inc.. 122,336 15.3 

St. Louis, Alt. & T. H., 

Belleville Line....... 120,273 162,266 Dec.. 42,013 25.9 
St. Louis, Iron Mt.& 80. 934,306 808,611 Inc.. 125,695 15.5 
St. Louis, Kansas City & 

MOTUROER cecceccccvice 803,336 648,234 Inc.. 155,102 23.9 
Tol., Peoria & Warsaw.. 314,185 206,051 Inc.. 108,134 524 


Two months ending Feb. 29: 





Chi., Burl. & Quincy... $1,758,585 $1,625,108 Inc.. $133,477 8.2 
Chi, & Northwestern... 1,663,469 1,497,253 Inc.. 166,216 11.1 
Chicago, Rock Island & 

MED cary abs0cnencce 1,034,343 1,064,489 Dec.. 30,146 2.8 

Month of February: 
Chi. & Northwestern... $854,626 $671,784 Inc.. $182,842 2.7 
Chicago, Rock Island & 

LL occebinemeeewe 644,705 602,229 Inc.. 42,476 8.5 

Month of March: 
Burlington, Cedar Rap- 

ds & Minn.......... $105,843 $97,218 Inc.. $8,625 8.9 
Canada Southern....... 165,431 83,060 Inc.. 82,371 09. 
Central Pacific..... .. 1,133,000 = 1,136,263 Dec.. 3,263 03 
Chicago & Alton....... 353,719 363,627 Dec.. 9,908 2.7 
Chi., Mil. & St. Paul.... 567,388 502,765 Inc 64,623 12.9 
Cin., Lafayette & Chi... 30,051 30,274 Dec.. 223 0.7 
Hannibal & St. Joseph. 163,575 138,779 Inc.. 24,796 17.9 
Illinois Central........ 605,494 595,519 Inc.. 9,975 1.7 
Ind., Bloom. & Western. 103,513 104,750 Dec.. 1,237 1.2 
Int. & Great Northern.. 97,531 105,599 Dec.. 8,068 1.6 
Kansas Pacific......... 220,007 255,474 Dec.. 35,377 «13.1 
Michigan Centaal...... 583,136 611,211 Dec.. 28,075 4.6 
Missouri, Kan.& Texas. 245,814 233,096 Inc.. 12,729 6.5 
Ohio & Mississippi..... 314,382 , Inc 4,474 1.4 


St. Louis, Alt. & T. H., 


Belleville Line..... ° 42,272 49,358 Dec.. 7,086 14.3 
St. Louis, Iron Moun- 


tain & Southern ..... 295,000 295,910 Dec.. 910 03 
8t. Louis, Kansas City 
& Northern.......... 274,358 243,991 Inc.. 30,367 12.4 
Tol., Peoria & Warsaw.. 102,737 72,805 Inec.. 29,982 41.1 
Week ending March 24: 
Great Western......... £15,021 £17,986 Dec.. £2,965 = 16.5 
Week ending March 25: 
Grand Trunk.......... £39,209 £40,300 Dec.. £1,100 2.7 


Central Pacific earnings are compared with 1874 as follows: 


187. 1874. Increase. P.c. 
Three months ending March 31.$3,094,000 $2,535,025 $558,975 22. 
Month of March ...........+-+: 1,143,000 882,423 250,577 28.4 


Wisconsin Freight Rates. 

The new rates made by the Chicago & Northwestern between 
ae and the leading Wisconsin towns, which took effect 
April 7, are as follows: 
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Freight Rates to Missoun River Points. 
A meeting of general freight agents of the lines interested 
dese in Bt. Loais April 6 and 4. ees, vee am, Gocus- 
nd difference of opinion, the prin of disagree- 
ment being as to the @iarence in rates to Katees City from 


Chicago and St. Louis. The follo 
en ce rare s. The wing rates were finally agreed 
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either of them. 2. To receive from the commit 
the leased lines bondholders, 18P and 1873, as to co 
nications which have passed between the committee and the 


7 é resent trustees, with reference to their resignation of th 
EE if E a Lrustesship, and to pass snch resolution as may be considered 
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The St. Louis Republican of per 8 gays: *‘ The rates from 
St. Louis are not advanced, «xcept on lumber, which is $5 per 
car above old rates. 

“The St. Louis lines insisted upon a greater difference in 
rates between St. Louis and Chicago, but the general freight 
agents being unable to settle this point satisfactorily, the mat- 
ter was referred to the genera] managers to settle. In the 
meantime, as —— was charging the same as St. Louis, our 
lines thought best to accept temporarily the differences above 
referred to, as any difference was an improvement. St. Louis 
lines refusing to advance rates to the West until the differences 
were satisfactorily adjusted, a meeting of all the parties inter- 
ested will probably be held in Chicago on Thursday next. 

** Kast-bound classification is made to harmonize with all 
Eastern trunk lines. There is now no break in classification 
from the Missouri River to the Atlantic Ocean. 

‘ A resolution was passed that issuing free 8 or tickets 
on account of freight business shall be considered equivalent 
to a cut in rates.” 


Ooal Movement. 
Coal tonnages are reported as follows for the three months 
ending April 1: 


Anthracite : 1876. 1875. Inc.or Dec, P.c. 
: 4 


Delaware & Hudson CanalCo. 374,428 646,985 Dec. .272,557 2.1 
Delaware, Lack. & Western.. 257,507 564,791 Dec,.307,284 64.4 
Pennsylvania Coal Co ....... 222,268 250,578 Dec.. 28,310 11.3 
Lehigh Div., Central of N.J.. 309,373 58,686 Inc ..2560,687 427.2 
Lahigh Valley..cscccccccccce 528,459 344,002 Inc..184,367 53.6 
Philadelphia & Reading ..... 446,972 230,287 Inc..216,6856 94.2 
Northern Central............ 52,817 172,171 Dec,.119,354 69.3 
Danville Hazleton & Wilkes- 
DAPBOs.c0.000000ss0s00e0 





9,912 6,182 Inc.. 3,780 61.6 
296 7 Dec.. 3,071 41.5 


Pennsylvania & New Yor 4, ’ 
14,367 3,587 Inc.. 10,830 306.2 


State Line & Sullivan... 





Total anthracite .......... 2,220,399 2,284,626 Dec.. 64,227 28 
Semi- Bituminous : 
Huntingdon & Broad Top.... 69,001 85,611 Dec.. 16,520 19.3 
East Broad Top.........se00+ 17,833 6,878 Inc.. 11,955 203.4 
Beliefonte & Snow Shoe ..... TAGGED access cocccccccccce coves 
Tyrone & Clearfield.......... 259,951 211,995 Inc.. 47,956 22.6 
Cum rland, all lines........ 267,120 257,680 Inc.. 9,440 3.7 





Total semi-bituminous .... 628,637 
Bituminous : 

Barclay..c. ccccscccccccscccee 86,951 71,852 Inc.. 15,090 20.0 
Allegheny Region, Pa. R.R.. 47,853 38,679 Inc,. 9,174 23.7 
Pittsburgh “ Ni ee 
Penn and We tmoreland gas 

COE cccccccccccscccccencese 150,199 
West Pennsylvania R. R...... 54,466 
Southwest PennsylvaniaR.R. 14,994 





Total bituminous.......... 435,2)3 346,887 Inc.. 88,326 25.5 
Coke: 
Pittsburgh Region, Pa. R.R.. 51,243 
Penn and Westmoreiand,.... 7,678 .. 


West Pennsylvania R. R..... 11,211 _ . 
Southwest Pennsylvania R.R. 98,844 .. 


Total COKC.....e.eessee0e 168, 976 


The great changes and discrepancies in the anthracite ton- 
nage are due to the six wecks’ suspension, which affected all 
the companies this year, and to the strike of last year, which 
stopped production in the Lehigh and Schuylkill regions, 
while the greater part of the Wyoming region was not affected. 
In semi-bituminous production it will be noted this year that 
the Clearfield coals are running the Cumberland very close. 


OLD AND NEW ROADS. 


A Meeting of Railroad Managers. 

A meeting of managers of the leading through and trunk 
lines was held in Cincinnati, April 7. The meeting was pri- 
vate, but it 1» said that the greater part of the time was con- 
xumed in informal discussion of the question of summer rates. 
but no definite result was reached. A committee was appointed 
to consider the expediency of —— a@ general arrange- 
ment for pooling earnings, and are to report at another meet- 
ing, to be bev in Chicago, April 15. 


Cleveland, Columbus, Cincinnati & Indianapolis. 

Two new lines of coaches are to be put on over this 10ad 
April 16. One is a line of sleeping cars to ran between New 
York and St. Louis by this road, the Vandalia Line, the Lake 
shore and New York Central. The other is a line from Indi- 
anapolis to Columbus by this company’s Indianapolis Division 
to Union, then by the Dayton & Union to Dayton and the Cin- 
cinnati Division to Columbus. 


Pullman Oar Oompany. 

This company has applied for an injunction against the 
Wagner Sleeping Car Company. The ground of the complaint 
is that license to use certain patents owned by the Pullman 
Company was granted to the Wagner Company, such patents 
to be used only east of Buffalo. ge y oral ission 
was given to run four Wagner cars through to Chicago, on 
condition that four Pullman cars should run to New York over 
the New York Central, to complete the line. Now, however, 
the Wrgner Company has established a Chicago line of its 
own nes the injunction is axked for to restrain it from the use 
of the patents aforesaid. This is probably the beginning of a 
long litigation. 


Rockford, Rock Island & 8t. Louis. 

Tie balance which the Court allowed to remain on interest 
was duly paid April 3 by Mr. H. Osterberg, who bought the 
read on account of the bondholders. The balance amounted 
to $223,374.48, and its ent has been finally reported to the 
Court by the Master. e purchase is now completed. 


tlantic & Great W , 

ay meeting has been ie n London of holders of the leased 
line rental trust bonds of 1872 and 1873, the Western Extension 
trust 8 per cent. bonds, and the Western Extension trust 7 
cent. bonds for the following purposes; 1, To express the 
opinion of the bondholders as to the continuance in office of 











the present trustees of the above-mentioned several trusts, or 





8 at either end of the line in consequence of the lors 

of the bridge. The new bridge was completed A 6. 

— we er caused wy ies water. 4 eenera? 
nother bridge near Macon, on the Macon & Augusta road 

had one span washed away and another badly domaned by the 


po water of April 4, which did some other damage to the 
road, 


Tennessee & Pacific. 


The County Courts of Wilson and Davidson counties, Tenn. 
which own most of the stock in the present company, have ap- 
pointed committees to see if something cannot be done to pre- 
vent the sale of the road on account of the company’s failure 
to pay the balance due the State on the purchase of the road. 


Fort Wayne, Jackson & Saginaw. 


Notice is given that holders of the first mortgage 
yo -. 1 will obtain the balance due upon thom en ‘er har 
pril 1. 


Mobile & Alabama Grand Trunk. 


This road now has its terminus at Bigbee Bridge, 60 mile 
north of Mobile, but in order to secure pate =F — 
tions for the road, the company desires to extend it north b 
east 78 miles to the Alabama Central at Uniontown, whic 
would give a connection with Selma. The rond is intended to 
run to Birmingham, some 80 miles beyond telma. The latest 
plan proposed, but not adopted by the company, is to issue 

‘premium bonds,” which appear to be a sort of lottery ar- 
rangement, a certain number of bonds to be drawn by lot an- 
nually or semi-annually and redeemed, and a fixed proportion 
of the redeemed bonds to draw premiums in cash or stock. 
Roane, Watertown & Ogdensburg. 

ere is talk of a fast freight line to run in o ition to 

Vermont Central and Grand Trunk line, and tan over ny 
New York & Canada to Rouse’s Point, the Ogdensburg & Lake 
Champlain to Potsdam Junction and then over this company’s 
lines to Suspension Bridge and the Great Western to Detroit, 


The line, it is said, isto run from Boston and New York to 
Chicago. 


Northern Oentral, 


The new coal) pier at Canton, described last week, was buil 
by J. H. Sanford. & Co., of Jersey City, N. J., who drove the ~~ 
and built the wharf; J. H. Small, of Baltimore, built the coal 
trestles, and the American Dredging Company, of Philadelphis 
cleared the channel and copssocees- The work was superin- 
tended by Engineer O. E. McClellan, who has charge of all the 
Canton improvements, 


Seuthern Minnesota. 

The St. Paul Pioneer Press says: ‘The report recent 
afloat that the purchase of wheat: at the stations on the ay 
the Southern Minnesota Railroad had been indefinitely sus- 
pended on account of the damage to the road by the floods is 
authoritatively pronounced untrue. The road has been suffi- 
ciently repaired to enable trains to run its entire length, and 
wheat transactions are being carried on as usual at all points 
on the line.” 

Later advices tell of some new breaks on the line in the 
Root River valley caused by a later flood. The new breaks 
are, however, less serious than those of last month, and will be 
repaired in a few days. 


Anderson, Lebanon & St. Louis, 


At a recent meeting of the board in Indianapolis President 
Zion reported the progress made, and was instrueted to push 
the work as fast as possible. A second construction train was 
to be put on this week. 


Maine Oentral. 

It is said that this company intends to build an extension of 
the Androscoggin Division from Skowhegan, Me., northward 
15 miles to Solon, where it will intersect the Somerset road. 
It would be only a few miles from that road. 


Quincy, Alton & 8t. Louis. 

Under the lease male in January last this road has been 
formally transferred to the Chicago, Burlington & Quincy 
Company, and will be hereafter known as the Hannibal Divisi: n 
of that road. The road extends from » DL, to Enet 
Louisiana, 42 miles, with a branch five miles long from Fail 
Creek to the Hannibal bridge over the Mississippi. 


International & Great Northern. 


Work is progressing rapidly on the extension from Rockdsle 
Tex., to Austin. Forty miles of iron has been purchased a 
shipped from New York, and is now on its way to Galveston, 


Manistee & Baldwin. 

It is proposed to build a railroad from Manistee, Mich., on 
Lake Michigan, southeast to the Flint & Pere Marquette rcad, 
near Baldwin, a distance of about 30 miles. It is said that the 
work will be very light and that the road can be built for £10,- 
000 per mile. 

Randolph & Kinsua. 


This proposed road is to extend from the Buffalo & James- 
town road near Kennedy, N. Y., southward about 25 miles to 
the Kinzua coal mines in Warren County, Pa., with a possible 
extension 10 miles farther to the Philadelphia k Erie. Another 
route, following the Atlantic & Great Western track to Stean.- 
burg and running thence down the Allegheny River is talkcd 
of. It is said that work will soon be begun, 


Ohicago, Burlington & Quincy. 

Pursuant to previous notice an informal meeting of stcck- 
holders was held in Boston, April 5, to d'scuss the amendnx nts 
to the by-laws to be submitted to the stockholders at tl ¢ cx m- 
ing special meeting in Chicago, April 14. Mr. Fo: les sub- 
mitted the proposed amendment, which is as follows : 

“The board shall refer, with due nutice to stockhok ers for 
confirmation, all extensions of their own road or leases cr pur- 


chases of other roads whenever it can be done without: erious 
injury to the interests of the company; but in cases of u gency 
the board may with the written approval of nine vp. mbers 
make such extensions as will not involve in the ac mgate 





more than $150,000 of annual interest or rental.” 
President Harris addressed the meeting, explaining th 
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reasons for the am and also the reasons for acquiring 
pone fy ae After some diseussion a vote 
was taken which was largely in favor of the by-law. A resolu- 
tion in favor of quarterly dividends was presented, but was 


voted down, 

Th has assumed of the Quincy, Alton 
& St. Louie rod under the Boge = in January last, It 
will hereafter be known as the Hannibal Division. 


New Jensey Midland. 
It is stated that the receivers, under authority of the Court, 
have arra with the Rhode Island Locomotive Works a com- 
romise of the latter’s claim fur ten nes now on the road. 


he receivers are to $6,500 en in certificates hav- 
ing two years to run, Whe enaine t have been on the road over | 
a year; one of them, we telieve, was destroyed by fire some 
time since, 

The Galestier-Dole Committee claims now to have deposited 
$1,800,000 first and $790,000 second-mortgage bonds, a majority 
of both issues. It is claimed for this committee that the 
deposit of the bonds and assessment is a legal assent to a 
contract, and that such assent cannot be withdrawn without 

the consent of the committee, and that, consequently, the 
claim made by the main committee that bondholders are revok- 
ing the authority given and transferring their bonds to that 
committee is without foundation. 


Philadelphia & Atlantic Oity. 
The projectors of the new narrow-gauge railroad from Cam- 
den, N. J., to Atlantic City have organ’ a company oy this 
name under the general law. The corporators are Charles A. 
Colwell, Levi C. Albertson, John J, Gardiner, Thomas C. Gar- 
rett, Mahlon R. Morse, Jacob G. Campbell, of’ New Jersey; W. 
Dwight Samuel Richards, Isaac Lloyd, Robert Craven, 
John 8. Sickler and John E. Shaw, of Philadelphia. ‘The dis- 
tance is about 60 miles and the capital stock is fixed at $1,800,- 
000. It is said that the track, terminus and ferry of the Cam- 
den, Gloucester & Mt. Ephraim road at Camden will be used. 


Osage Oeded Land Cases, 

The United States Supreme Court has affirmed the decision 
of the Circuit Court in these cases, and the rights of the set- 
tlers on these lands are now fully confirmed, to the exclusion 
of the Missouri, Kansas & Texas and the Leavenworth, Law- 
rence & Galveston companies, which claimed the lands as part 
of their grants. A large number of persons are interested in 
the decision, and it closes a long and expensive litigation. 


New York & Philadelphia New Line. 

Formal notice is given of the + - of this line for public 
travel May 1. The fare between New York and Philadelphia 
will be $2.65, only ten cents less than that by the Pennsylva- 
nia. The depot in Philadelphia is at the corner of Berks and 
American streets; in New York at the foot of Liberty street 
and an additi one in New York, at Christopher street, will 
be established during the summer. f 

As has been hereto fore noted, the line consists of the Cen- 
tral of New Jersey, from New York to Bound Brook, 31% 
miles; the Delaware & Bound Brook to the Delaware River, 
miles; the North Pennsylvania’s Delaware River Branch to 
Jenkintown, vg miles, and the main line to Philadelphia, 9 
miles, being 88 miles in all, The line will be equipped and 
worked as one line. The rate of fare indicates that no sharp 
competition with the existing line will be entered into, for the 
present at any rate. 


Oollege Hill. 

This narrow-gauge suburban line was opened for traffic 
April 8. Its trains use the depot of the Cincinnati, Hamilton 
& Dayten road in Cincinnati, and run on the track of that road 
a short distance, leaving it in the Mill Creek Valley. The new 
road built runs through Spring Grove to College Hill and is 
about 3% miles long, with very heavy grades. It is intended 
for suburban passenger traffic. 


Louisville, Harred’s Oreek & Westport. 


It is now nipeeed © ervee this narrow-gauge road from 
Louisville & nmcinnati. The country along the line is being 
canvassed to see what subscriptions and local aid can be se- 
cured. The general route will be parallel and near to the 
Ohio River, and it will be the third road connecting the two 
cities. ’ 


Paulding & Oecil. 

A company by this name has been organized to build a rail- 
road a tew miles long in Paulding County,O. The capital stock 
is $20,000. 


Allegheny Valley. 


It will be remembered that some time since this company 
brought suit against Wm. A. Tomlinson, formerly Treasurer of 
the p_mttrsety recover some $52,000 which, it was claimed, he 
had not accounted for. In defense, Tomlinson now claims that 
the deficit was not made by him, but by the late President 
Phillips. It is well known that ae managed the affairs of 
the company entirely by himself, and that at his death they 
were left in great confumon. Tomlinson now claims that he 
paid the money to Phillips, and asks for a rule to compel the 
production in court of the company’s books, and also of books 
and papers belonging to the Phillips estate, some of which are 
in the company’s possession, 


Meetings. 

The following companies will hold their annual meetings at 
the times and places given: 
Hudson Canal, at the office, Cortlandt and 


Delaware & 
Church streets, New York, May 9, at noon, ‘Transfer books 
will be closed from April 35 to May 10. oad 
Pittsburgh, Titusville & Buffalo, at the office in Philadelphia, 


May 1, at ll a. m. 
ansas Pacific, at the office in Lawrence, Kan., May 4, at 


1 p. m, ‘ 

) taal} River, Fort Scott & Gulf, at the office in Rosedale, 
Kan., May 3, at 10 a. m. 

Atcheson, Topeka & Santa Fe, at the office in Topeka, Kan., 
May 12, at 3p, m. 

Missouri, nsas & Texas, at the office in Parsons, Kan., 
May 17, atip.m. Transfer books will close April 18. 


Baltimore & Ohio. 

Under the decision as to the legality of the charter tax of 
one-fifth of the pa er receipts of the Washington Branch, 
the State of oe Eas brought suit to recover the sum due 
for the six months from Jan. 1 to July 1, 1870. A separate 
suit will be brought for each half-year up to the present, but 
of course all except the first will be merely formal. The com- 

any nd in apie os in abatement, covering three J apa : 
‘irst, that the act of Assembly te yee payment of the one- 
fifth receipts is void as relates to the four miles of the road in 
the Districtof Columbia. Second, that under the true con- 
struction of the several acts of Assembly requiring a bonus, 
the company is required to poy oe of the receipts on the 
Washington Branch from the Relay to Washington; and third, 
that the State is not entitled to recover the capitation tax since 
the date of the opening of the Baltimore & Potomac 
Railroad, because, under the 
to the Washington Branch, the compan (defend- 
ant) had the exclusive privilege of transportation between Bal- 
timore and Washington; that by the terms of the act the State 
contracted not to charter another company provided the Balti- 
timo.e & Ohio Railroad Company should its road within 


several acts relatin 


conditions named in the law, and therefore the State, by char- 
tering the Baltimore & Potomac Railroad Company, broke its 
, contract, and by this breach of contract the company was de- 
prived of a very large portion of revenue which it otherwise 
would have recaived, ; 
The suit resulted in jadgment for the State. It is said that 
an appeal will be taken from the Circuit Court and the case 
carried up to the United States Supreme Court again. 


Fayetteville & Flerence. 

At a meeting held in Florence, 8. C., March 31, President 
McKethan of this company stated that the road was graded 
from Fayetteville, N. é. to the South Carolina line, about 45 
miles, leaving 35 miles in South Carolina to be built. Of this 
section the grading is very light, and the whole section would 
not cost more than $60,000, with the exception of the Pedee 
River bridge and approaches, which were estimated at $100,- 
000. The money for this bridge and the iron were arranged 
for, but the $60,000 for the grading was to be raised along the 
line. ‘The statement was well received, and a considerable 
amount was subscribed. The road will connect at Fayetteville 
with the Western Railroad of North Carolina, and will give an 
outlet to the coal fields on the line of that road. 


Spartanburg & Asheville. 

The grading in South Carolina is now all finished or under 
contract the last contracts for the mountain section having 
been let recently. The whole road is under contract, the last 
of the work to be finished in 18 months. The contracts for 
the Polk County (N. | .) section are held by E. Clayton & Sons. 
The President has been authorized to contrat for rails for 30 
miles of the road. The mountain work is lighter than was ex- 
pected, and no tunnels will be needed. 


Oincinnati Southern. 

The trustees have awarded $3,000,000 of the additional 
$6,000,000 loan authorized to Espy, Heidelbach & Co., at 100.18 
and accrued interest, The honte are to be 30-year 6 per cent. 
gould bonds, 


Northern Pacific, 

The returns of the specia)] election held in Montana, April 
11, are not yet all in, but those received indicate the defeat of 
the subsidy for this road by a small majority. 


Dividends. 
Dividends have been declared by the following companies : 
oor & Providence,4 per cent., semi-annual, payable 
ay 15. 
a & Atlantic, 2 per cent., quarterly, payable April 15. 
Central, of New Jersey, 2% per cent., quarterly, payable 


3 20. 
Delaware, Lackawanna & Western, 2% per cent., quarterly, 
payable April 20, 
Pennsylvania. 
The passenger-train employes of this company will soon be 
equipped in new uniforms. Conductors will wear double- 
breasted frock coats, of blue cloth, trimmed with silver-plated 
buttons, with the monogram of the company. Coats will but- 
ton to the chin a la muilaire. Blue caps with the word “ Con- 
ductor,” and decorated with three bands of gilt will constitute 
the head gear. Train agents will wear similar suits, with the 
exception that the coat will be sack cut, and two gilt bands 
will encircle the cap; their coats will be sack cut and their 
uniforms will contain no pockets, They will carry a bag or 
pouch for tickets, The brakemen’s caps will be ornamented 
with one gilt band, and the train-boys’ will be trimmed with 
inemen and firemen running 


red cord. 
It is said that Lereafter the en 

freight trains on the main hne will not have their own engines, 
but be assigned to different ones from day to day as may be re- 
quired. It is thought that the engines can be made to do more 
work under this plan. It will not, however, be at all agreeable 
to the men, who, us a rule, become attached to their engines, 
and much prefer having one of their own, 

The contracts for the new passenger depot in West Phila- 
delphia are let to Hoover, Harris & Co., of Phillipsburgh, Pa., 
and Mr. Hughes, of Bellefonte, Pa. ihe cost will be about 
$100,000. 


The Oalifornia Railroad Law. 

The California State Senate finally passed the bill known as 
the O’Connor bill, which provides for a board of three railroad 
commissioners to have general supervisory and advisory 
powers, to collect statistics and report enweails. The bill also 
contains provisions against discrimination, and fixes as the 
maximum rates allowed to be charged the rates in force Jan. 
1, 1876. The bill went to the Assembly and passed that body 
with a few unimportant amendments and one fixing maximum 
rates at 5 per cent. below those of Jan. 1. To this last amend- 
ment the Senate would not agree, and a conference was or- 
dered. The Assembly finall receded from its amendments, 
leaving the bill to go to the Governor, who would, it is thought, 
sign it without objection. 


Gilman, Olinton & Springfield. 

In the United States Cireuit Court in Springfield, 1)., April 
8, a degree of foreclosure of the first mortgage was ordered to 
be entered, with an order to sell the road to satis. y said mort- 
gage, after 60 days’ public notice. This foreclosure and sale 
will end the long litigation among the stockholders, 


Jefferson City, Lebanon & Southwestern. 

Messrs. Chaffer & Co., who own some coal banks in Moniteaun 
County, have offered to build a section of the road from Jeffer- 
son City, Mo., southwest about 20 miles, provided they have un- 
til Jan. 1, 1877, to complete it, and are allowed to issue mort- 
gage bonds to the amount of $7,500 per mile. 


Indianapolis, Bloomington & Western. 

By instructions of the Court the Receiver has postponed for 
the present all consideration of bids for furnishing new locomo- 
tives for the road, and will make no contracts without turther 
instructions. 

Receiver Wright has made a report for the three months end- 
ing March 1. In that time 12 miles of re-rolled inon were laid 
down and other improvements made at a cost of $37,096.93. 
Mr. Wright says: 

** We have had scarcely one week of steady cold weather and 
frozen ground, so open and mild has been the season. It is be- 
lieved that not one-fifth of the crops of the last season 
have yet been moved. Notwithstanding this, the in- 
crease of earnings for the three mon hs over the cor- 
responding period of 1875 was $88,730.73, Had the weavher 
been cold and the country roads solid the increase would un- 
doubtedly have been more than double this. The amount dis- 
bursed on back pay-rolls up to the first of March was $24,319.80. 
Since that time the weather bas been so unfavorable for busi- 
ness that the receiver has not been able to continue the pay- 
ment of a monthly dividend as was expected. But inasmuch 
as business has yn! been delayed and the traffic is still on the 
line of road he believes that as soon as the highways become 
settled payment upon this class of indebtedness can be re- 


peyment in receiver's certificates bearing 7 per cent. interest, 
he certificates maturing in equal amounts during twenty-four 
months from date of delivery; builders to hold a lien until 
be is paidfor. Seven propositions to furnish 800 cars 
ave beenreceived, the highest bid being $568 for box-cars, 
$468 for coal-cars; the lowest bid $520 for box-cars and $410 tor 
coal-cars; terms of payment same as in case of the engines.’ 


Burlington, Oedar Rapids & Minnesota 

The bondholders’ committee has submitted a plan of reor- 
ganization which may be summarized as follows: 

1. The road and branches to be bought by a_ purchasing 
committee at foreclosure sale, for the benefit of all first-mort- 
gage bondholders who shall accept this plan, and to be trans- 

erred to a newcompary to be called the “ Burlington, Cedar 
Rapids & Northern Railway Company.” 

2. This company to have a capital stock of $10,000,060 in $100 
shares, and to issue $6,500,000 in 6. per cent. bonds dating from 
June 1, 1877, and running 30 years. The shares and bonds will 
be apportioned to holders of the present bonds as follows : 

* Amount toa $1,000 bond: 
Bond Steck. 


Bonds, Stock. 
Main Line bond- 

Sree $4,320,000 $3,780,000 $800 $700 
Milwaukee Division. 1,1'0,000 1,100,000 500 500 
Muscatine Division.. 240,000 249,000 300 300 
Pacific Division..... 450,000 450,000 250 250 
Company's Treasury, 390,00u 4,430,000 


This would reduce the funded debt from $25,000 to $16,000 

aed mile, and the yearly interest change from $1,750 gold to 
960 currency per mile. 

8. The Purchasing Committee to have power to audit claims 
not included in the first mortgages, and the new company to 
have power to assume the debts so audited and to pay them in 
scrip, which shall entitle the holder to its value in common 
stock whenever such stock previously issued to bondholders 
shall have received 3% per cent. dividends for six consecutive 
half-years. 

4. If the holders of bonds of any division fail to accept this 
plan, the Purchasing Committee may not buy that division, 
and the stock and bonds apportioned toit will remain in the 
treasury. 

The committee’s circular enumerates among the claims 
which it may be policy to recognize, bills for supplies used in 
construction or operation, claims of stockholders who have 
given good value for their stock, and of holders of equip- 
ment bonds; especially when any of these claims are 
held by residents along the line. The committee says 
that under the Receiver suits have been brought for 
claims, said to have a lien on the property, amounting 
to more than £200,000; this is urged as a reason for 
foreclosing the mortgages immediately. It says: “The sale 
will not take place until we hold powers of attorney for a ma- 
jority of bonds so large in amount as to protect the interests 
of the assenting bondholders against adverse bidders tender- 
ing an inadequate price.” 


The Missouri Tax Oases. . 

In the suits brought by the Missouri, Kansas & Texas, the 
St. Louis, Iron Mountain & Southern, the Chicago & South- 
western, the Atlantic & Pacific and the Pacific companies to 
restrain the collection of taxes levied upon them for the year 
1873, the United States Circuit Court has given its decision. 
The Court finds: 

1. That all the railroad property in question is liable to taxa- 
tion for State, county and municipal purpofes. 

2. The allegations of the bill as to fraud and prejudice on 
the part of the State Senate, acting as a board of equalization, 
are not sustained by the evidence. 

3. That the county courts were authorized to value the rail- 
road property, and were not limited by the valuations of the 
officers of the railroad companies as returned to them, and the 
assessment of values as made by the several county courts is 
sustained. ; 

4. That the board of equalization acted as an original board 
of assessors in fixing the values of the railroad property. 

5. That the board of equalization was not Salbetaed bey the 
statute of the state then in force (since changed) to act as a 
board of assessors. 

It is therefore ordered that the companies pay the taxes as 
originally levied on the valuation fixed by the county courts, 
with 10 per cent. interest in lieu of all penalties, the cases 
being referred to a master to determine the amounts due. The 
State and county authorities are enjoined trom collecting any 
amount beyond that fixed by this Court. 

Most of the companies, under an order made by the Court 
some time since paid 60 per cent. of the amount claimed, 
80 that the amount to be paid now is quite small. 


East River Bridge. 


At a recent meeting of the directors the expenditures up to 
April 1 were reported as .$5,973,885.70; outstanding liabilities, 
$599,835.64. The ordinance appropriating $2,666,666 to the 
bridge, being the proportion due from the city, has at last been 
passed by the City Council and appreved by the Ma or, after 
much delay. This appropriation being secured, active work 
will at once be resumed on the bridge. 


New Jersey Railroad Taxation. 

The new railroad tax bill has passed both houses of the New 
Jersey Legislature and requires only the Governor’s signature 
to become law. As heretofore noted, it provides for a tax of 
one-half of one per cent. annually upon the cost of road and 
equipment, such cost to be ascertained by sworn returns made 
by each company. In case of tailure to make such returns, the 
value shall be estimated by the State Commissioner of Railroad 
Taxation. The law does not apply to the United New Jersey 
Company’s lines, the lessee of rw lines continuing to pay the 
annual tax of $298,000 fixed by contract when the old transit 
duties were abolished. The lessee, tbe Pennsylvania Railroad 
Company, desired to come under the new law, which would have 
reduced the amount of tax ; finally a compromise was made by 
which the branch lines, not covered by the contract-tex, were 
exempted from the law. such exemption to continue until the 
one-half of one per cent. an all the lines shall exceed the 
$298,000 now sald, 


Chesapeake & Ohio. 

About $27,000,000 of bonds have assented to the plan for the 
reorganization of this company, and the holders have vo 
unanimously in favor of the reorganization committee proposed, 
which consists of OC. P. Huntington, A. A. Low, John Castree, 
A. 8. Hatch, of New York, and Isaac Davenport, Jr., of Rich- 
mond, Va. f 

The Richmond Whig says of the recent decision of the Vit- 
“pevas Court of Appeals in the tax cases: ‘These suits were 

yrought to impose upon the company the penalties prescri 

for failure to make the returns of property, etc., required under 
the various tax bills for several years past. The Court below 
held that the company was exempt from taxation, that there 
fore the company was not rightfully required to make the re 
turns demanded, and was. consequently, not liable to the fines 
sought to be imposed. The Court of Appeals—Judge Ander- 





sumed out of the surplus earnings. The entire issue of 
receiver’s certifieates thus far is $203,”00. The total amount 
maturing since their issue, $77,460.38, has been prompt- 
ly met as they fell due. The remainder of the issue will 
mature through this year and until March, 1877. Three prop- 
ositions have been received for the building of twenty loco- 
motives for the road, ranging in price from $8,500 to $9,100 for 





the me fixed by Jaw; that the company did comply with the 


each engine, the parti 


6s putting in bids proposing to receive | 


y 

son delivering the opinion—reyersed the Court below, and held 
that so much of the real and personal property of the companys 
with a fair proportion of rolling-stock, as lies east of Cov- 
ington is not exempt trom taxation, and that this property 
is liable to the real and personal property tax and 

income tax imposed by the Legislature. e property from 
be tess Sear westward to the Ohio River was exem ted from tax- 
ation by the act of 1853 until its receipts reach fo per cent. of 
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the capital stock of the line from Covi westward to the | erty can eventually reduce the debt to $10,000,000. It concludes | terest. Statements were made as to the present condi 

Ohio. At that tame the Virginia Cen Railroad emg rod by recommending the passage of the follo bill: prospects of the Blue Ridge of South carci 7. 
was liable to taxation, and afterwards, when the Mieireed, No railroad co tion chartered under laws of this | adjournment was finally had to May 25, the convention to meet 
tral became the owner of the Covi & Ohio the | Commonwealth shall beneaiher issue any bonds, coupon notes, | in Charleston, 8. C., on that day. 

terms of the contract only contained the exemption of the Cov- | or other evidences of indebtedness payable at periods of more Burli ; 

ington & Ohio road, and did not extend the exemption to the | than twelve months from the date thereof, except as provided | PUZ40, & Lamoille. 

Virginia Central. There is only about 16 miles of the road in| by the act of 1874.” The St. Albans iy) M says of this road, which is to 
Virginis west of Covington. ‘The Court also held that the tax) Rabon Gan Short Li connect Burl t., with the Portland & Ogdensburg road: 
on the bonds of the company is good as to resident holders, but un Gap Short Line. 


not as to holders domiciled in other States or countries, and 
that the State has the right to require the company to collect 
this tax and pay it over to the State when the reports 

scribed are made, 
the United States Supreme Court.” 


Oanadian Pacific, 


The description recently given of the route proposed for this 
road by Mr. Mackenzie in the Canadian Parliament is thus 
summed up by the St. Jo»n (N. B.) Te aph: ‘* Practically 
the route of the whole line from Thunder on Lake Superior 
to Fort George on the bend of the Fraser River, a distance of 
1,730 miles, has been settled. From Fort George to the Pacific 
coast, a distance of 250 or 300 miles, the route to be adopted is 
still undetermined, and the Premier points out with great 
clearness the natural difficulties which have prevented the set- 
tlement of the route in that quarter. It lies quite within the 
range of possibility that the terminus of the road on the Pacific 
may be at Dean’s Inlet, which is considerably to the north of 
the most northerly point of Vancouver’s Island, and should 
this be the case the people of Victoria will presently begin to 
apprehend that they have given themselves a great deal of 
concern with regard to a matter which only touches them very 
remotely. If the route to Dean’s Inlet is feasible and if that 
harbor is sufficiently good, that route should certainly be 
adopted, as it is very much shorter than any other. 

“From Thunder Bay or Lake Superior to the Red River the 
line has been located for some time, and its characteristics 
were long ago described in our columns. Of the section be- 
tween Thunder Bay and Lac des Milles Lacs, 22 miles, or about 
half the distance, have been graded at a cost of $111,417. 
From Red River eastward towards Thunder Bay out of a sec- 
tion of 77 miles, 25 miles have been graded at an outlay of 
$94,221. The branch from Pembina to Fort Garry is nearly 
completed in first-class style, and so far has only cost $178,483. 
Such is the present state of the work on the Canada Pacific. 
West of Red River the line runs through an easy country, 
keeping well to the north, and touches the North Saskatchewan 
at White Mud River, some twenty miles to the south of Ed- 
munton. From thence the line will run to Fort George, on the 
Fraser River, probably ———. the Rocky Mountains by the 
Yellow Head Pass, although there is a pass farther north, 

= if time admitted, would probably be found more favor- 
able.” 


Keokuk & Kansas Oity. 


The failure to secure a loanin England appeared to have 

ut a final extinguisher on the hopes of the completion of 
This road, but efforts are being made to revive the project, and 
it is proposed to complete it asa narrow-gauge fine and to 
make connections with the projected Keokuk, Galesburg & 
Chicago road. The money required is to be raised from local 
subscriptions and on the transportation bond system proposed 
by the filinois company, that is, by the issue of bonds receiv- 
able in payment of transportation when the road is completed. 

In 1870 Clark County, os 
this road. Default was made in the interest and suit was re- 
— brought to compel payment. The United States Cir- 
cuit Court, however, has decided that under the charter of the 
company, which was the authority for the issue of the bonds, 
the County Court had authority to levy only a tax of one-twen- 
tieth of one per cent. to pay such interest. As this tax would 
oo mea only about $1,750 annually, the prospects of the bond- 

olders are not very good. 


Ooast Line. 


The entire amount necessary to secure the proposed issue of 


bonds and to fund the floating debt has been secured. The 
amount needed was $30,000 and the amount subscribed $30,950, 
This will relieve the company from its embarrassments, and 
= prevent the summary measures threatened by the credi- 
0rB. 
Boston & New York Air Line. 
The company has offered to iron and equip a branch to Col- 
chester, Conn., if the town will grade it, and the proposal is 
now under consideration. The distance from the main line to 
Colchester Village is about seven miles. 
Knoxville & Charleston. 


This sorpeny has begun the survey of its pro 
sion from 


nounces that it is ready to 
have guarantees of connection at the State line within a rea- 
fonable time. The company has 16 miles of road ip operation 
from Knoxville, Tenn., to Maryville. 


Green Lick. 


_ A survey is being made for an extension of this road from 
its present terminus at Scottdale on the Southwest Pennsyl- 
Vania road, te Tarr’s, another station five miles distant on the 


same road, 


Atlantic Oity & Oamden. 


A meeting of parties interested was held in Camden, N. J., 
) a@ narrow-gauge 
railroad from Camden to Atlantic City, to compete for a share 
of the very large Summer travel now carried by the Camden & 


April 6, to consider the question of building 


Atlantic road. 
South Mountain & Boston. 


The instalments due on local subscriptions to the stock are 
It is said that work will soon be resumed on 


ng called in. 
the grading near Deckertown, N. J. 


Atlantic, Mississippi & Ohio. 


for 


folk, Petersburg and Lynchburg an 


old i j 
. ers, who is dail 
of the di 
these would otherwise certainly result. The court 
shall ranain in statu 
me earnings o 
Working expenses 


The Committee on Railroads presented a r 
usetts Senate, April 7 t 
report details the wisteny of” 
58 Miemanagement. The report further says that 
testimony indicates that the interest on the issue of bonds 


a to 
It is said that the cases will be appealed to | State 


issued $200,000 bonds in aid of 


sed exten- 
aryville, Tenn., to the North Carolina line, and an- 
begin construction as soon as it can 


The application for the appointment of a receiver in the 
foreclosure suit came up before the United States Circuit Court 
in Richmond, Va., April 7. There were present counsel for the 
rustocs under the consolidated mortgage, who bring the fore- 
closure suit ; counsel for the company, for the trustees of the 
various underlying divisional ae for the cities of Nor- 
; the Attorney General, 
shenting the State of Virginia. The counsel for the con- 
solidated mortgage trustees asked for a postponement on ac- 
count of the non-arrival of Mr. Collinson, agent for the foreign 
1 expected and whose presence is 

y in order to complete arrangements for the protection 
Visional bondholders, and thus avoid embarrassments 
: postponed 
until May 2, with the understanding that everything 
. and that repayments are to be made 
the road, except for necessary current 


in the Mas- 
e affairs of this company. The 
of the road and charges gross - 

6 


the reorganization plan can be paid from the A og 


A com og by organized under an 
ld ti 


ny by this name has 
old ch - Ite —- is to puil 6 North Carolina section 
of the Blue Ridge , from the Georgia to the Tennessee 

Line. At a recent meeting the board of directors was 
authorized to negotiate an agreement of consolidation with the 
South Carolina and Tennessee companies forming parts of the 
line, or with either of them. 


Western Ohie Narrow Gauge. 

Two companies by this name have filed articles of incorpora- 

tion in Ohio, The first company, distinguished as No, 1, pur- 

= building a narrow-gauge railroad from Xenia, 0., north 
y west to Covington, about 40 miles. Its capital stock is to 

be $500,000. The other company, No. 2, is to build from Cov- 

pew d ge Wert, about 55 miles, and its capital stock will 
e ’ 


Boston & Albany. 


The ew bridges and trestles required to fill the 
breaks in the road caused by the giving way of the Lynde 
Brook dam near Worcester, have all been completed, and trains 
began to run ——— as usual April 6. The permanent restor- 
ation of the road will take some weeks to complete, 


Seal Bluff & Concord. 


It is proposed to build a narrow-gauge railroad from Seal 
Bluff, Cal., to Concord, about six miles. It is said the road can 
be very cheaply built and worked, and that it will give & con- 
siderable extent of country an outlet to a very A; Sovng 
rt. An offer has been made to build and p the road, 
he people of Martinez will give $15,000 toward it. 
Oalifornia Pacific. 
A movement is on foot to secure an extension of the Vaca 
Valley Branch from Winters, Cal., northward into the Capay 


Valley. The company will probably do it if the people along 
the in will culeeribe a fair meu of stock. 


Mobile & Ohio. 

In the United States Circuit Court at Mobile, Ala., April 8 

Judge Woods denied the application to remove the presen 

trustees and receivers, holding that the applicant, Morris Ket- 
chum, is not now, as he claimed to be, a trustee under the 
mortgage, but that his removal from the trusteeship in 1863 
was valid. A collateral suit was withdrawn in consequence of 
this decision. 

A later telegram from Mobile, however, says that on April 
10, Judge Woods egy an order for the renewal of the mo- 
tion of Morris Ketchum, asking the removal of Messrs. Duncan 
and Elliott from the receivership. It is expected that argu- 
ment on the motion will be heard in Mobile. Mr. E. L. An- 
drews, of New York, as counsel, has filed a motion in opposi- 
tion to payment of floating-debt claims and asks for an order 
directing that the net earnings be applied to the payment of 
overdue coupons on the first-mortgage bonds. 


Benton Harbor & Indiana. 

An organization has at last been effected of a company to 
build this projected road, The road is to extend from Benton 
Harbor, Mich., by Berrien and Buchanan to the Indiana line, 
whence an Indiana organization will extend it to Plymouth, on 
the Pittsburgh, Fort Wayne & Chicago. The capital stock is 
to be $300,000 and the gauge 3 feet 6 inches. 


Toledo, Peoria & Warsaw. 


Receiver Hopkins has filed his account for February and 
March with the Court, as follows : 








Balance on hand Feb 1....... ddececvecies ccadstewbedsiaiae $2,298 28 
Local freight account........0.sceceeeeeeeees $152,532 26 
Through freight account........6..sseeceeees 59,194 38 
Local passenger ACCOUNE........60eeeeeeeeeee 53,914 29 
Car BETVICE ACCOUNL. coe cecececceseeeesereenee 12,982 19 
Miscollameous...... ccsccccccsccecsercecevece 071 64 
————— - 288,694 76 
Teta .cccccccccccccccccccccececccccccesccccccsces ce $290,993 04 
Freight, ticket and car service accounts $55,593 50 
Bridge tolls and rents.. 7,516 57 
VOUCKEPS . 0 ccccccccccccccce 124,112 
Pay-rolls......++++++-+-- 4, 
281,343 67 
Balance, April 1......++.+.+ Soccccecce- cocdeccncsenes $9,649 37 


The receipts exceeded the disbursements by $7,351.09 for the 
two months. 


Delaware, Lackawanna & Western — Morris & Essex 
Division. :; 
Four construction trains and three steam shovels are now at 
work on the Boonton Branch. They are employed in filling in 
the trestle approaches to the new tunnel through Bergen Hill, 
and on the second track between Whitehall and Montville. 
Two construction trains are at work on the new main line to 
the west of the tunnel, one east and one west of the Hacken- 
sack River. The work of building the piers for the Hacken- 
sack bridge has been slow, owin  & the very difficult nature of 
the river bottom, but most of the trouble has been overcome 
and more rapid advance can now be made. 

The question of raising the line through Newark is not de- 
cided and nothing has been said or done about it lately. No 
work has yet been done on the proposed new bridge over the 
Passaic, 


East Berlin Branch. 

This company was recently organized at a meeting held in 
Abbotstown, Pa. Surveys of the road are to be made at once 
and contracts let as soon as it is located, The line is from 
the Hanover Junction, Hanover & Gettysburg road at Red 
Hill, north through Abbottstown to East Berlin, about six 
miles. 


Camden & Atlantic. 

The new passenger — at Atlantic City, N. J., will be one 
story high, 182 by 40 feet, with a tower 16 by 26 feet. It will 
contain two waiting rooms, each 40 by 50 feet, with a ticket 
office between; baggage room, 31 by 40 feet; express office, 20 
by 14 feet and storage room, 30 by 40 feet. There will be, in 
rear of the house, three covered platforms, 565 feet long, ving 
room for the longest excursion train. A new freight depot, 
196 by 16 feet, is also being erected. 


Union Pacific. 

An addition is being made to the round-house at Evanston, 
Wy. Ter., and it is understood that arrangements are being 
made to erect large repair shops there. 


Blue Ridge. 

A convention to assist this enterprise was held in Anderson, 
8. C., March 29, and continued in session three days. A large 
number of delegates were present frem South Carolina, North 
Carolina and Tennessee. A number of speeches were made in 
favor of the construction of the road; resolutions to the same 
committee a ted to prepare a 
r 





of the ro 


1 
~ 


ad, and that judicious sales of unnecessary prop- 


** The iron for the Burlington’& Lamoille Railroad, some 3,500 
tons, has been purchased at Rome, N. Y., and is only awaitin: 
an opportunity for shipment; over 30,000 ties are now scatter 
along the bed and 15,000 more will arrive in Burlington 
as soon as the lake opens; three new locomotives—two for pas- 
room and one for freight traffic—are being built at the Taun- 
ton Works, (ates oS wage ow cars are already contracted for 
aod work is now being pushed forward on a construction train 
in Burlington. The road bed is nearly —- the sec- 
tions, save two, being nearly ready for the iron. © prospect 


is, Sree, very favorable for the early completion of the 
road.” 


Indianapolis, Peru & Chicago. 

According to the report filed with the State Auditor of In- 

diana, this or has 172.67 miles of track, the road worked 

being about 160 miles, The right of way, depot and yard 
unds comprise 1,254 acres of land. The equipment which 

t owns consists of 28 engines, 17 passenger and 8 baggage 

cars; 26 stock, 149 box, 146 platform and 25 hand cars. 


Emmett Oounty. 


At a meeting of delegates from the various towns of this 
county held in Estherville, Ia., March 11, it was resolved that 
every inducement should be offered for the construction of a 
railroad through the county; that any parties building such 
road should receive the county swamp land interest and be 
exempted from local taxes for five years. A committee was 
genre to see what could be done. Emmett County is on 
the extreme northern line of Iowa and a little west of the cen- 
tre of the State. It has no railroad. 
Virginia Railroad Legislation. 
The Virginia Legislature has, during ite present session, 
acts, which have been approved and become law, incor- 
porating the following companies : 

West Point & Peninsula, a narrow gauge from West Point to 
Yorktown of a. 

Buchanan & Clifton Forge, the proposed line in extension of 
the James River & Kanawha Canal, to be built by the canal 
company. 

Potomac, Fredericksburg & Piedmont, a reorganization of 
the Fredericksburg & Gordonsville. 

Tazewell, Smith & Grayson, a narrow gauge line in the ox- 
treme southwestern section of the State. 

Bristol Coal & Iron Railroad, to build a section of the pro- 
posed Virginia & Kentucky road. 

Orange Court House & ee og probably intended to 
cover the proposed new line of the Virginia Midland from 
Charlottesville to Gordonsville. 

Surry, a short local line in St County. 

Laws were also passed oathetin the working of 
tiary convicts on the Danville and New River and the 
Sutherlin roads, 


Missouri, Kansas & Texas. 

The Receiver invites proposals for building 200 box cars for 
the use of the road. Proposals must be sent to his office in 
Sedalia, Mo., by April 20. Information as to specifications, 
patterns, drawings, etc., can be obtained of A. B. Garner, Gen- 
eral Superintendent at Sedalia, Mo. Payment will be made in 
cash on delivery of the cars at St. Louis or Hannibal. 


Frankfort, 8t. Louis & Toledo. 

A soupy by this name has filed articles of incorporation in 
Indiana. The road as projected will extend in Indiana from 
Frankfort, Clinton County, through the counties of Clinton 
Howard, Grant Huntington, Wells and Adams, in the general 
direction of Toledo, for a distance of about 125 miles. The 
capital stock is fixed at $1,250,000, and the company’s office is 
in Frankfort, Ind. 


Northern Pacific. 

A large gang of men is now at work clearing and putting in 
order the Dakota Division betw: en Jamestown and Bismarck, 
and sour trains will be running through to Bismarck next 
week, 

The new bndge over the Mississippi at Brainerd, Minn., is 
completed and was tested Aprill. First one ny weighing 
about 45 tons passed over without any noticeable deflection. 
Then two engines with nearly the same result. Finally, three 
engines, aggregate weight about 340 tons, moved across ata 
speed of from three to twelve miles per hour, causing a deflec- 
tion in the 100-foot span of % of an inch, and in 143-foot spans 
of 18-1 of an inch. 

The bridge, which is 615 feet long over all, is a Post truss 
combination bridge, of wool andiron, It was built by &. J. 
Wallace, under direction of Resident Engineer M. C, Kimberly, 
and replaces the ame emp | trestle bridge which has been in 
use since the destruction of the old Howe truss bridge which, 
it will be remembered, gave way under a train July 2 fast. 


North Shore and Salisbury Branch. 


The Legislature of New Brunswick having refused to extend 
the time set for the commencement of work on this road, the 
company has set a small force at work on the grading, 80 as to 
save ite charter and subsidy. 


Tilinois Central. 

A London dispatch says that Morton, Rose & Co. have ne- 

otiated the sale of £200,000 ($1,000,000) 5 per cent. sterling 
nds of this company. 

The Land Department reports for March sales of 1,558.84 
acres of land for $11,620.76. The cash collected on land con- 
tracts was $15,954.10. 

The Traffic Department reports earnings for March as fol- 
lows : 


niten- 
ilton & 





1876. 1875. Inc. or Des. P.c. 

In Illinois, 707 miles. .$459,517 30 $449,433 34 Inc, $10,085 96 2.2 
In Iowa, 402 miles..... 145,976 356 146,085 16 Dec. 108 81 OO. 
Total, 1,109 miles,. $605,493 65 $595,518 50 Inc. $9,975 15 1.7 


The Illinois earnings were $650 per mile; the Iowa earnings 
= per mile, the average for the whole line being $546 per 
mile. 


Little Rock & Fort Smith. 


The sections of heavy rock cutting just west of Ozark, Ark., 
has been completed and put in good condition by the contrac- 
tor. The iron train rs on the road April 1, and the work 
of tracklaying from Ozark westward is in progress. 


Fort Smith & Arkansas Valley. 

A company has been organized to build a railroad from Fort 
Smith, Ark., northwest up the Arkansas Valley to a connection 
— the Arkansas Valley Branch of the Kansas Pacific in Colo- 
rado. 


Oumberland & Pennsylvania. 


The Consolidation Coal Company, owner of this road, has 
already given evidence of its intention to contest the valicity 
of the recent law reducing the charges for transportation of 
coal to one cent per ton per mile. e bills to the other ccs) 
companies for transportation were presented at the usual time, 





of the line, the coun a 
which it will poss, the pro ble alte toll der pelts of n- 


April 8, but they were all made out at the old rates, no notic« 
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Oam & Ohesapeake. 


The bi suthorining Dorchester County to subscribe $75,000 
to this has p 


to this proposed d both h of the Maryland 
Baltimore, Ohesapeake 


An effort is 
across the 





& Delaware Bay. 

made to revive this project for a railroad 
between the ke and Delaware 
steam ferries with Baltimore on the 


bays, communica 
one hand and with ew Jersey Southern on the other. A 
ture to authorize 


bill is now aren in the Maryland sla: 
the city of se to make & ee to the stock. 
Arkansas Oentral. 

At the March term of the United States Court for the Wes- 
tern District of Arkansas, Judge J. C. Parker appointed Mr. A. 
H. Johnson Receiver on application of the Seen tae 
holders. The road will be operated by Mr. Johnson as iver 
and General Manager. 

On motion of the floating-debt creditors the court ordered 


that an exhibit of the affairs of the company be made at the 
next term of court, 


The road is 48 miles long, from Helena, Ark., west to Claren- 
don. It is of 3-feet gauge, and the bonds, we believe, were en- 
dorsed by the State. 


Searcy, Pine Bluff & Monroe. 


Meetings are being held on the line of this road and efforts 
made to raise money for the commencement of the work of con- 


struction. The geet was for a road from Searcy, 
Ark., southward by a Pine Bluff and Monticello 
Monroe, La., a 200 miles. ‘The t is to com- 


lete the section from Searoy to the crossing of the Memphis & 
ttle Rock road, about 40 miles. 


Galvesten, Houston & Henderson. 

At the adjourned annual meeting in Galveston, Tex., March 
80, resolutions were adopted direoting the Executive Commit- 
tee of the board to carefully consider what is required to place 
the road in perfect order, and to arrange the guage so that 
connections with other lines may be perfect and economical, 
said committee to take measures necessary in the premises. 

At the same a rn changes in the board were 
made. Vice-President ly was made President in place of 
Mr. Peirce, who has hitherto controlled the eumpeny 
General Superintendent Hoxie, of the International & Great 
Northern, was chosen Vice-President and General Manager. 
The gauge of the road is now 5 feet 6 inches, and the resolu- 
tions adopted point to a change to 4 feet 8% inches, now the 

uge of all the 1 Texas ri , except a part of the 
: ouston & Texas Central, which is also to be changed before 
ong. 

The Galveston News says: 

“Tt is surmised that the marked cha: 
the new administration has been brought about by the Interna- 
tional & Great Northern Railroad getting control of that inter- 
est among stockholders in this city which T, W. Peirce has 
always ed with him, * * - 

“It is further learned that the chief officers of the operative 
department continue as now for the present.” 


Ohicago & Lake Huron. 

In the United States Circuit Court at Detroit, April 3, Mr. 
Wm. L. Bancroft, who has been for some time past ver of 
the Peninsular Division, was eapeinted Receiver of the whole 
road, on application of the Union Trust Company of New 
York, trustee. The Court has authorized the Receiver to bu 
a large number of tiesand other material and to put the trac 
in good condition during the coming summer, Itis under- 
stood that a large force will be put on the grading of the gap 
between the two divisions of the road this month. The exten- 
sion of the Receiver’s jurisdiction over the whole road will 
facilitate the arrangements for the filling of this gap. 
Henderson & Overton. 

Under the contract made with Major Dewey for the con- 
struction of this Texas road, the time for its completion ex- 
ees Aprill. Major Dewey or informed the company 

hat he had secured the iron and equipment and was preparec 
to complete the road, but it is thought that the contract will 
be declared forfeited and the work re-let. 


Oherry Valley, Sharon & Albany. 
It is again reported that the Delaware & Hudson Canal Com- 
fn has obtained possession of this road by purchasing the 
wn and other local stock, assurances being given that the 
road will be worked with due regard to local interests. 


Karns Oity & Butler. 


A company has been organized to bnild the extension of the 
Parker & Karns City from Karns City, Pa., to Butler. 
about 15 miles. The road is to be of 3-feet gauge, and its cost 


is —— at $15,000 per mile, exclusive of depots and equip- 
ment, 


Gulf, Oolorado and Santa Fe. 


At a meeting of the board held in Galveston, Tex., March 27, 
the Finance Committee reported that they had placed at par 
the Galveston county bonds now on hand and the next $100,000 
to be received from the County Court. Arrangements were 
made to resume work on the road, and the President was au- 
thorized to order at once 2,000 tons of iron, also a locometive 
and cars for construction train. 


Havana, Rantoul & Eastern. 

A mortgage for $100,000 has been executed on the road, and 
bonds to that amount are to be issued for the purpose of pay- 
ing off the floating debt. 

Toledo & St. Louis. 

A meeting was held in Indianapolis, April 
ested in the proposed narrow-gauge railroad from Toledo to 
St. Louis. Addresses were made on the advantages of the pro- 

line and of the narrow gauge. Resolutions were adopted 
advocating the route by Eugene, Ind., Oakland and Mattoon, 
Til., and expressing confidence in the narrow gauge. A com- 
mittee of five from each of the States of Ohio, Indiana and Ili- 
nois was appointed to further the objects of the meeting, and 
was further instructed to correspond with the New York Cheap 
Transportation Association. 

Subsequently the Indiana delegates met and adopted articles 
of incorporation as the Toledo & St. Louis Narrow Gauge Rail- 
peeniragnes ps | The capital stock was fixed at $1,600,000, and di- 
rectors and officers elected. The] of the indiana section, 
from the Ohio to the Illinois line, is about 167 miles. 


and 


e in the complexion of 
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coal depot ewark, N. J. The depot and yard te to be b> 
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Division of the Lehigh Valley crosses that road. The company 
already has running arrangements for its passenger and freight 
trains over the Pennsylvania from Metuchen, and will have 
them.for coal trains also. 








ANNUAL REPORTS, 


Providence & Worcester. 
This company owns a main line from Providence, R. L., to 
Worcester ss., 43.41 miles; the Worcester Branch, 1 mile ; 
the East Providence Branch, 7 miles, making 51.41 miles of 
on which there are 30.65 miles second track and 20 miles 
of sidings. Its works under lease the Milford & Woonsocket 
road, 3.88 miles, and the Hopkinton road, 11.55 miles, which 
together form a branch from Woonsocket, R. L, to Ashland, 
Mass. The total mileage worked is 66.84 miles, of which the 
East Providence Branch was not in use until the year covered 
by the report. 

The equipment consists of 29 engines, 2 snow plows, 41 pas- 
eS cars and 1,257 freight cars. 

The property is represented as follows : 

Stock ($38,903 per mile)......... 
Bonds ($9,7’6 per mile)....... 
Notes payable ($26,649 per mil 


Total ($75,278 per Mile) ....s.ecceceeeccvesvvccsvecseeevese 


: The work done during the year ending Sept. 30 was as fol- 
OWS : 









1874-75. 1873-74. Inc. or Dec. P.c 
Train mileage......-.-eeccees 546,720 628,960 Inc.. 17,760 3.4 
Passengers carried.. ++ 1,692,143 1,715,686 Dec.. 23,498 14 
Passenger mileage. . . -14,976.68T 15,191,136 Dec..214,598 1.4 
Tons freight carried. -» 484,837 506 Dec.. 21,546 4.3 
Tonnage mileage ..........++ 14,283,114 15,237,002 Dec..954,788 6.3 


The coal carried was 110,929 tons, of which 83,172 tons were 

anthracite. The average rate per ton per mile was 3.93 cents ; 
er passenger per mile, excluding season passengers, 2.67 cents ; 

factuding all passengers, 2.52 cents. e earvings per train 

mile were : 

Net. 

$0.61 
0.30 


Receipt. Expense. 
Passenger $1.07 
THEGIGAS .ncccccce soccscccccescccces seece 1,29 
The earnings for the year were as follows: 
1874-76. 1873 74. 
$377,934 41 $400,341 53 
494,432 65 606,771 37 
22,112 64 30,958 62 


ee rt $894,479 60 $998,071 42 
653,220 96 722.395 78 


$215,675 64 
$15,676 


Inc. or Dec. 
Dec. . $22,407 12 
Dec.. 12,338 72 
Dec.. 8,845 98 


P.c. 


Freight 
Express, mails, rents. 


Boo 
ao 


Dec. . $43,591 82 
Dec.. 69,174 82 


es 
an 





Inc. $25,583 00 
Dec.. $2,204 


Net earnings $241,258 64 
Gross earn. per mile. $13,382 
Net ” 3,609 r Inc.. 5 R 
Per cent of expenses... 173.03 77.01 Dec.. 3.98 5.2 
The great decrease in expenses more than overcame the fal- 
ling off in earnings, leaving an increase in net carnings. 

The income account was as follows’ 


“ 


oF 
ae 








Wek GRUMEMNER coc ccccecoccsesecctbesccesedcccenccossoccceece $241,258 64 
Rentals, Mil. & Woonsocket and Hopkinton R.R. $10,980 
Interest on bonds seas 30,000 
Dividends for the year, 10 per cent J 
240,980 00 





Surplus 


Received for company’s notes 294,345 31 








RMocelved Ho" WME OIG. oo cccocccaccccsccccsceccccccccccccs 1,450 00 
WOO cca vb ericestoecenns’ ects bevenevodadeosngvc cusoes $296,073 95 
New construction work..... + +» $215,193 03 
Increage in property on han -- 80,520 92 
Old back dividends paid.... 360 00 
—— 296,073 95 








The leading items of new construction were $90,897.02 for 
East Providence Branch; $44,490.17 for Worcester Viaduct, and 
$64,268.85, interest paid for construction purposes. 

The report says: “During the year two highway bridges be- 
tween Providence and Pawtucket have been rebuilt in a sub- 
stantial manner. The East Providence Branch has been put 
in complete working order, and we already realize its advan- 
tages over the old route to tide-water. The locating of the 
Rhode Island Horse Shoe Co.’s works near our track at Valley 
Falls has called for a large addition of tracks in that vicinity, 
and we already reap the results in a large and continually in- 
creasing tonnage at that point. 

“The heavy coal transportation of the year has been crowded 
into the fall and winter months, making us unusually busy at 
this season of the yee, and showing the wisdom of having a 
generous equipment for the handling of that cless of freight. 

“This road has long felt the injustice of the custom of ze- 
quiring short lines to pro-rate with long ones in the transporta- 
tion of through freights, and some years ago we endeavored to 
obtain a in? mileage in the division of through rates; fail- 
ing in which, we have since charged an arbitrary rate from 
Worcester to Providence, and shall continue so to do until the 
longer roads decide to deal justly with the short lines, 

‘The board of directors, in view of the general depression 
in all kinds of business, decide to pay a semi-annual dividend 
of 4 per cent., instead of five, as heretofore, making 9 per cent. 
for the year. The progeieny and wisdom of such action, no one 
we think will question, as it evinces a desire on the part of the 
Board to keep the road up to a high standard, and at the 
same time make a generous return to the stockholders, with a 
view to permanency, 

“The construction of the East Providence Branch, seven 
miles in length, raded and bridged for a double track, through 
a suburban territory. necessarily causing the right of way to 
be obtained at high cost; the heavy expenditure attending the 
construction (in connection with other roads) of the viaduct at 
Worcester; the rebuilding of a number of expensive bridges on 
the main line, which from their originally imperfect construc- 
tion and insecure condition, could not longer be sately put off, 
have added considerably to the debt of the company within the 
past three peens. A portion of this debt is bonded—the bal- 
ance, mostly placed at a moderate rate of interest, fora term 


—__—_., 


There are 42.6 miles of sidings, an increase of 1.45 miles 
during the year. 

Ra - pment in | aan apeoy bd v7 engines and As now. 
plows ; 57 passenger, age a postal cars ; 
and stock, 556 flat and 14 freight saloon (caboose) cars; 4 
wrecking, 6 workmen’s, 110 wood and gravel, 102 hand 
and 79 push cars. Of the engines 16 burn coal and 44 wood, 
The increase of equipment during the year was one baggage, 
one postal and one “es saloon car and two snow-plows, ali 
built in the company’s shops. 

The capital account ofthe close of the last two years was ag 
follows : 








187 1874. 

Maine Central stock........s.ssee+ees $3,620,120 00 $3,620,120 00 
Portland & Kennebec stock........... 741,400 00 741,400 00 
ee errr eet ee 10,200 (6 

Total stock.....2 coos csccccces $4,361,520 00 $4,371,720 00 
Total bonded debt.... ..........0000+ 6,761,767 20 6,054,264 
Maine Central interest scrip.......-.. 496,892 00 496,892 00 
Notes payable..........+cssceseseveees 826,972 68 1,277.89 4 

OA. ip ncvrscccsceccoticowecce $12,457,151 88 $12,199,966 72 


The stock is $14,184; bonds, $21,989; floating debt, $4,338; 
total, $40,511 per mile owned. The increase of $257,185.16 in 
capital account is chiefly represented by $75,250 discount on 
bonds sold and $173,826.84 increase in cash on hand. 


The work done during the year was as follows: 





1875. 1874. Inc. or Dec. P. c, 
Passenger train mileage.... 532 226 504,216 Inc. 28,010 5.46 
Freight - * eves 404,545 495,632 Dec. 55,087 12,0 
Service train and switching 
BRUISE TS. ooc.cccccee veces 303,209 287,178 Ince. 16,031 56 
Total train mileage.. 1,239,980 1,251,026 Dec, 11,046 09 
Passengers carried......... 672,372 152,724 Dec. 80,352 10.7 
Passenger milewge..........25,690,863 27,666,119 Dec. 1,975,256 7.1 
Tons freight carried........ 374,105 422,400 Dec. 48,295 114 
Tonnage mileage........... 23,288,067 25,313,400 Dec. 2,025,333 8.0 
General averages for the two years were as follows : 
1875. 1874. Inc. or Dec. P.c, 
Train mileage per mile of road,... 3,493 $3,524 Dec. 31 09 
Passenger mileage per mile of road. 72,369 17,933 Dec.5,564 7.1 
Tc. nnwge mileage per mile of road.. 65,600 11,305 Dec. 5,705 80 
Average passenger travel, miles.... 38.20 36.75 Inc. 1.45 39 
“ freight haul, rr 62.25 59.93 Inc. 2.32 3.9 
Receipt per passenger per mile cts. 3.15 $8.30 Dec. 0.15 45 
« oe on ae eS Le ae 4.07 Dec. 0.35 86 


The earnings and expenses of the year were as follows : 











Earnings: 

1875. 1874. Inc. or Dec. P.¢, 
Passengers .... $797,767 25 $910,391 89 Dec..$112,624 64 124 
Mail, express, 

and extra 

baggage.... . 92,470 79 92,708 61 Dec.. 237 82 03 
Freight.... 866,241 36 1,028,965 41 Dec.. 162,724 05 158 
Car use.......- 25,306 30 56,625 69 Dec.. 31,319 39 553 
Miscellaneous. . 4,290 77 5,388 95 Dec.. 1,098 18 203 

Total earn. $1,786,076 47 $2,094,080 55 Dec..$308,004 08 14,7 

Expenses: 

Fuel........-. 195,729 20 205,633 63 Dec.. 9,904 43 48 
Maintenance of 

WEF e vccsses. 353,860 38 461,334 71 Dec.. 107,474 33 233 
Train expenses 336,074 58 351,038 44 Dec.. 14,963 86 43 
Station expen- 

BOB. 000 scores 177,971 66 186,897 93 Dec.. 8,926 27 48 
Office expenses 42,511 23 46,543 90 Dec.. 4,032 67 8.7 
General expen- 

Preys 40,919 77 30,232 64 Inc.. 8,687 13 28.7 

Total ex- 
penses......... $1,147,066 82 $1,281,681 25 Dec..$134,614 43 105 
Net earnings .. $639,009 65 $812,399 30 Dec..$173,389 65 213 
Gross earn. per 

MEO. 200 cove $5,931 $5,899 Dec.. $868 14.7 
Net earn. per 

MIIDO. 000 voce 1,800 2,288 Dec.. 488 213 
Per cent. cf ex- 

penses ...... 64.22 61.20 Inc.. 3.02 4.9 


Tbe road-bed and equipment have been kept in good condi- 
tion. During the year 497 tons of steel and 1,956 tons of re- 
rolied iron have been used in repairs; 10,967 rails have been 
repaired and relaid, 77,998 new ties used, 8,169 feet new sidings 
laid, and 30.97 miles of fence rebuilt. There have been built 
$24 feet new iron bridge and 221 feet wooden truss bridging; 
555 feet of trestle bridge have been filled in with earth. One 
new freight house, one water station, two wood sheds and an 
engine-house have been built, and the Waterville round-house 
enlarged. Extensive repairs has been made te bridges and 
masonry. The expenses for maintenance of way, which are 
clearly and elaborately stated, were $293.35 per mile of road. 
The general expenses include all taxes paid. 

The income account was as follows : 
pO” RTC ee ee 
Interest on bonds $418,701 22 










eo + Re con, ocenennene 67,054 10 
Dividends, Portland & Kennebec stock. 44,484 00 
bod Yarmouth stock............ 306 00 

“ interest scrip.......... 29,814 00 
Rental, Dexter & Newport...............000. 18,000 00 


Belfast & Moosehead Lake 


Balance of profit for the year 

Sale of bonds, net receipts............scecccccescesceecs 
Due Dexter & Newport Co, for rent......... 
* on coupons and dividends uncalled for 
* on sundr 
Balance from 1874 
Less old accounts paid or charged off 








of years, so that it can be easily carried, and it is confidently 
expected, that with a return of prosperous times and business, 
it can be gradually reduced and paid off from the surplus earn- 
ings of the road. 

‘It is believed that the whole expenditure has been a ju- | 
dicious one, as well as one that, from the character and extent 
of the business, could not be avoided.” 


Maine Ocntral. | 


_ This company, during the year ending Dec. 31, 1875, as dur- 
ing the previous year, worked the following lines : 


Owned : Miles 
Portland, by Augusta to Bangor........... bbe ndbes enccnceticees 135.5 
Cumberland Junction, by Lewiston to Waterville.............. 73.0 
Brunswick to Lewiston........s.seseesees Coa bevececceesccceece 23.0 
Brunswick to Bath.........cscsssccccccccces 9.0 
Crowley. by Leeds Junction to Farmington. 47.0 
Waterville to Skowhegan...........sce.cceee 19.0 








used. Coal coming to this depot will be hauled over 


etuchen, where the New Jersey 


307.5 
Belfast & Moosehead Lake R.R., Belfast to Burnham...... 33.5 
Newport & Dexter R. R., Newport to Dexter,.............. 14.0 

a, MOS 

Pn chich bags. 450d hadeapane tes sasenv@lees oan ok 355.0 


263,227 82 

sk paicvacks «1050s cei teesanennandeeamiieania $1,010,597 43 
Equipment account,...........+0.4+ $7,961 71 
Improvement AccOUNL, ....... 6. eeeeeecseesees 44,262 83 
Real estate........... 374 64 
Notes payable paid................ 440,117 06 
Yarmouth astock............e0000+- 10,200 00 
Paid on principal of bonded debt....... .... 44,697 78 

ro 

a 

Rn scks codensscinenicense bien piabdgasines $462,988 41 


Which is represented by $207,218.81 cash and $195,979.39 ma- 
terials on hand, and by other assets. 
The loss in earnings was caused 
contract with connecting lines to Boston, partly by low rates 
and partly by depression of business. The loss was mainly i 
the first part of the year, the later months showing 4 ‘| 

able gain. Arrangements have been made to run the 


artly by modifications of 


: facwees, train through to St. John, according to the 


ntention, thereby securing much of the travel which now go 
by boat from Portland and Bangor. : the 
Authority has been obtained to connect the two lines of } 4 
company which now enter Lewiston by a track th 
city, but objections have been interposed by the city anther 
ties. This connection will be of great advantage to the ith 
ness of the road, and will enable the company to dispense 
| @ section of line from Leeds Junction to Sabartisville. aa 
Arrangements have been made for the sale of to dar 
the $260,000 of Somerset & Kennebec bonds which meter ia 
ing the gurrent year, and algo to fund a part or all of the 
le 


